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Director General Hines, on February 18, at a conference 
with the vice-president of the United Mine Workers of 
America and a member of the Labor 


Labor and —_— Bureau of the United States Fuel Ad- 
Railway ministration, representing the organ- 
Purchases ized coal miners of the country, made 


the statement that “The policy of the 
Railroad Administration is to avoid any action calculated 
to depress wages of coal miners or the amount of coal pro- 
duced.” Any possible action that might be taken by the 
Railroad Administration in the interests of the public could 
not very greatly affect the wages of the miners or the amount 
of coal produced, and it is rather strange that the director 
general should have gone on record in this way, particularly 
since the policy of the Railroad Administration in curtailing 
purchases for the railroads has resulted in a greatly de- 
creased production of the railway supply companies, who, 
of course, empioy more men than do the coal mines. This 
has resulted in throwing thousands of men out of work at a 
time when every department of the government should do 
all that it can to keep up production. This was done in 
the face of the fact that the Railroad Administration is re- 
sponsible for a large amount of deferred maintenance which 
must be accounted for when the railroads are returned to 
their owners. Is it conceivable that the railway supply 
companies, in appealing to the director general, could have 
secured better results had they been represented in their 
requests by representatives of organized labor in their 
employ? 


Scientific study and analysis of railroad operation and its 
various details have been largely respensible for the remark- 
able improvements in efficiency and 

A economy in recent years. So great 

Long Step have been these improvements that the 
Backward roads up to the opening of the war 
were able steadily to improve their 

service in spite of greatly increased expenses without a pro- 
portionate increase in rates. To make these improvements 
it has been necessary to prepare accurate records, and, on 
the basis of these, to improve detail methods and operations 
by cutting out unnecessary movements or awkward opera- 
tions and making every move count for the most. In the 
locomotive and car repair shops, piece work was introduced 
in order to secure the hearty co-operation of the men by 
rewarding them in proportion to the greater interest and 
effort displayed by the individual. Piece work has now 
been eliminated because the Railroad Administration, in 
raising the wages, has made the guaranteed day work rate 
so high, without increasing the piece work prices, that any 
incentive has been removed on the part of the men for 
remaining on a piece work basis. This was bad enough, 
but where the railroad shops, in reorganizing to meet the 
new conditions, have attempted to make studies of the time 
used on the different jobs, the government inspectors have 
interfered and have advised the officers that while they 
could not order the discontinuance of .these studies, the cost, 
if they were continued, would have to be paid by the rail- 
road corporations. Doubtless, this is a fair example of what 
might be expected under government ownership of the rail- 
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roads. 
means that if records are to be done away with and all 
incentives are to be removed for doing good work, then it 
is only a matter of time when the magnificent railroad 
system that has been developed in this country would fade 
away and become a third-rate institution. 


If so, it would spell an end to progress since it 


The executive committee of the American Railroad Asso- 
ciation adopted the following resolution at a meeting on 


February 21: “Resolved, That the ex- 
June 


ecutive committee, ‘recognizing the 
Convention educational value of the manufactur- 
Exhibits ers’ exhibits, is in favor of the con- 


tinuance of these exhibits at the con- 
ventions of the various sections of the American Rail- 
road Association.” The railway supply industry has 
made a number of important and far-reaching im- 
provements in its products since the last exhibit at the 
mechanical department conventions at Atlantic City three 
years ago. Moreover, the railroad situation has changed in 
respect to the greater need for capacity increasing and labor 
and time-saving devices. The exhibit this year, therefore, 
promises to be of even greater educational value than in 
years past. This fact must be kept clearly in mind by the 
exhibitors and special efforts should be made to arrange 
the exhibits in such a way as to show clearly the construc- 
tion, application and advantages of the various methods and 
devices. Moreover, special attention should be paid to 
having thoroughly trained men in charge of these exhibits 
in order that they may be properly explained to those rail- 
road officers who are seeking practical information, and 
particularly to the younger men, who are attending the con- 
ventions for the first time. The railroad companies should 
also specially delegate different men whom they send to 
the conventions to study various classes of the exhibits in 
order that they may report back and bring to the attention 
of the higher officers those things that seem to possess the 
greatest merit and which are specially suited to the peculiar 
conditions on the roads with which they are connected. 


The rearrangement of the lines in the Southwestern region to 
restore the units of the original systems to the jurisdiction of 
one federal manager is a big step pre- 
liminary to the ultimate restoration of 
these properties to their owners. While 
the breaking up and regrouping of the 
component parts of the different rail- 
way systems was followed out in varying degrees in most of 
the regions, the most radical rearrangement occurred in the 
Southwestern region. Its abandonment here follows similar 
steps in several of the other regions; the Pittsburgh & Lake 
Erie has been transferred from the Allegheny to the Eastern 
region, in which is located all the remainder of the New York 
Central system; the Western lines of the Pennsylvania and 
the Baltimore & Ohio have been transferred from the super- 
vision of the Eastern to that of the Allegheny region, which 
controls the parent lines; the Chesapeake & Ohio of Indiana 
has been transferred from the Eastern to the Pocahontas 
region and placed under the jurisdiction of the federal man- 
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ager of the eastern lines of that system, etc. These restora- 
tions bring to an end, in large measure, one of the experiments 
which was heralded as affording large opportunities for 
operating economies. There has been bitter complaint from 
the owners of many of the properties affected which have been 
broken up and merged with their competitors with results 
from which they will not recover for many years. The rail- 
way systems of this country have been developed along the 
lines of traffic movement, competing for business at its source 
and endeavoring to transport it as far as possible before turn- 
ing it over to connecting lines. The radical rearrangement 
of the roads in the Southwestern region largely ignored the 
traffic consideration, while the confusion incident to the re- 
arrangement largely neutralized any operating economies 
which might have been secured. As in other instances, the 
Railroad Administration is finding that many of the condi- 
tions which it criticized at first are the result of natural 
economic developments, the justification for which becomes 
more evident with increased knowledge of the properties and 
experience in their managment. 


Who Was Right About Standardization? 


UST ABOUT ONE YEAR AGO Mr. McAdoo announced his 
intention of standardizing the equipment of American 
railroads. In an interview the director general stated that 
this was one of the greatest reforms that could be accom- 
plished in the railroad business. The committee on locomo- 
tives and cars appointed by the Council of National Defense 
was delegated to recommend standards, which were then 
referred to a committee of railroad mechanical officers. 

Mr. McAdoo stated that the principal reasons for adopt- 
ing standardized locomotives were, first, to reduce to a min- 
imum the time required to prepare drawings, patterns and 
dies, and thus expedite deliveries; second, to secure the in- 
creased production resulting from quantity methods of manu- 
facture; and, third, to provide a supply of equipment which 
would be available for use in the event of congestion with- 
out the trouble which results when repair parts must be 
ordered from some distant owning road. The advocates of 
standardization claimed that it would result in a tremendous 
increase in production and made extravagant promises re- 
garding the advantages which would accrue. 

The standardization project was opposed by the great 
majority of railroad men, and the Railway Age published 
numerous articles setting forth the disadvantages that would 
result. Our opposition was based largely on the ground 
that any increased production that could be secured by 
. standardization would come too late to be of any benefit 
during the war. We also pointed out that efficiency of oper- 
ation would be sacrificed if standard equipment was intro- 
duced, as the motive power could not be adapted to the 
grades, clearances, weight of rail and character of fuel 
found on the individual lines; that standardized locomotives 
would require the making of new drawings, patterns and 
dies on every road on which they were introduced; and that 
the necessity for a liquid reserve of power could have been 
met by building a comparatively small number of locomo- 
tives of some type already in existence, which the builders 
were prepared to turn out without delay. 

In spite of the opposition, not only from the Railway 
Age but also from other sources, the director general per- 
sisted in his plan for standardizing motive power. The first 
orders for cars were placed on April 25 and for locomo- 
tives on April 30, quantity deliveries being promised in 
July. From time to time the Railroad Administration issued 
optimistic reports concerning the progress of the standard 
equipment. The first car, it was announced, was completed 
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on June 20, and the first locomotive on July 4, but up to 
February 1, 1919, almost a year after the standardization 
program was announced, out of 2,030 locomotives ordered 
by the Railroad Administration only 880 had been deliv- 
ered, and of the 100,000 cars ordered for delivery last year, 
and which we were assured would be ready for handling 
the heavy business of last fall, only 19,037 had been de- 
livered. This could hardly be called “quantity production.” 

The volume of traffic during the past two months has 
not been large enough to tax the facilities of the railroads. 
Weather conditions have been unusually favorable and there 
is now a surplus of locomotives and cars. These conditions 
exist not because of, but rather in spite of, the director gen- 
eral’s policy. It is interesting to speculate what would have 
happened if the war had not ceased, if traffic had continued 
to increase, and if the weather this winter had been as 
severe as it was last winter. Locomotive standardization 
has escaped the test. Under more severe conditions it would 
have proved one of the worst blunders that America made in 
the conduct of the war. 

The policy of standardizing equipment was adopted be- 
cause a superficial examination by persons unfamiliar with 
practical railway matters led to the conclusion that it had 
great advantages, while the great disadvantages were not so 
apparent. The outcome has vindicated, and more than vin- 
dicated, the stand taken by the Railway Age, that if an 
attempt to standardize equipment were made, the result 
would be not “quantity production,” but a postponement 
and decline of production. We emphasize this point now 
because this paper was severely criticised in some quarters 
last year for opposing standardization. As it has slowed 
down, instead of speeding up, the production of equipment, 
so in the long run it would increase rather than reduce oper- 
ating expenses; and the sooner the program entered upon 
by Mr. McAdoo is completely abandoned the better it will 
be for the railways and the country. It is easy to conceive 
of a program of reasonable standardization which might 
result in good; but his program of wholesale over-standard- 
ization was adapted to do much more harm than good. 


Justice for Officers of Lower Ranks 


TTENTION WAS DIRECTED REPEATEDLY in these columns 
during the latter part of last year to the injustice done to 

the supervisory forces on the railroads and the serious menace 
to effective management resulting from the failure to advance 
the salaries of railway officers in proportion to the advances 
accorded the men in the ranks. The situation resulting was 
particularly unfortunate with respect to the technically trained 
men, not only those classed as officers but also those in minor 
positions. Comprising a rather small class of employees, their 
plight was seemingly overlooked by the wage board in dealing 
with the demands of the large bodies of railway men. While 
certain classes of lower officers, such as roadmasters, received 
a measure of recognition early last fall, the technical men in 
most classes, from rodmen and draftsmen to division engi- 
neers and higher, were not specifically mentioned in any 
of the supplementary wage orders. On some of the eastern 
roads liberal interpretations of Supplements 7 and 8 afforded 
moderate advances to most of these men, but in the West 
this position was not so generally taken and as a result the 
men suffered keen disappointment and humiliation. Fortu- 
nately this situation is now rapidly being overcome. Com- 
mencing about the first of the present year the railways 
have been granting advances in salaries to the supervisory 
forces and technical men, and while this action is by no 
means complete on all of the roads, there is promise that 
all these men will soon be granted just compensation. One 
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of the causes for the long delay in making ttrese salary 
advances has been the complexity of the problem involved. 
Owing to the variations in the degree of responsibility and 
the duties imposed on positions carrying the same titles on 
different roads it was impossible to provide for these various 
classes of men by a blanket order covering the entire country 
or even an entire region. The only equitable solution was 
to deal with the matter by individual roads, a method natur- 
ally causing considerable delay. 


Early Extra Session Vitally Needed 
to Pass Railroad Legislation 


= FAILURE OF CONGRESS to pass the bill to create a new 

revolving fund of $750,000,000 for the Railroad Ad- 
ministration is adapted to cause disastrous consequences. 
It leaves the Railroad Administration almost without 
money and without any source from which to get it. It cannot 
get it from railway earnings because the railways are not 
earning enough net operating income to pay the guaranteed 
standard return to the companies. The Railroad Adminis- 
tration may be forced to make the most drastic economies 
in maintenance, regardless of future consequences. ‘This 
would at once, directly and indirectly, throw hundreds of 
thousands of men out of employment at a time when govern- 
ment bodies and officials are urging private industries to 
give all the employment they can. In spite of any retrench- 
ments it may effect, the Railroad Administration will con- 
tinue to be unable to provide the railways with sufficient 
funds with which to pay their bills to the railway supply 
companies. It may become unable to pay the railway com- 
panies enough of. their standard returns to meet their inter- 
est and normal dividends. 

There is but one remedy for the condition the non-action 
of Congress has created. This is for President Wilson to 
call the new Congress in extra session immediately. It has 
been reported that Congress will not be reconvened until 
June. Conditions affecting the transportation and related 
industries are such that to postpone providing a new revolv- 
ing fund until June or later might be disastrous, not only to 
these industries, but to the industries and workers of the 
country as a whole. Congress is responsible for the failure 
to create a new revolving fund at this session. President 
Wilson will be responsible if an extra session is not promptly 
convened at which the needed legislation can be enacted. 

An extra session is needed at once, not only to provide 
the Railroad Administration with funds it is essential it 
should have for the welfare of the country, but also to 
enable Congress to proceed immediately with the framing of 
legislation under which the railways can be returned to 
private operation. 

The Railway Age is not a political paper. It is no 
part of its function to attempt to say whether the Republi- 
cans or the Democrats in Congress should be blamed for the 
failure of the railroad appropriation bill to pass and for 
the consequences to which this may lead. But it is our func- 
tion as a journal devoted to transportation to call attention 
to the fact that this incident affords one of the most powerful 
of the many strong arguments the government has forged 
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within the last fifteen months against government ownership 
and operation. 

It always has been argued against government ownership 
and operation that, under it, the management of the rail- 
roads would become a football of pclitics, to the great ma- 
terial detriment of industry and the people, and with the 
effect of corrupting politics itself. The failure of Congress 
to pass this railroad appropriation hill, whose enactment 
was recognized on all hands as necessary for the welfare 
of the country, is the best evidence yet afforded of the sound- 
ness of the political argument against government owner- 
ship. It is a peculiarly fine sample of the kind of thing 
which would occur over and over again under permanent 
government ownership and operation. The welfare of the 
nation, and especially of its laboring people, has been utterly 
disregarded, while members of Congress have engaged in a 
struggle which has been carried on largely from political 
motives. 

If the record made by the government in handling the 
railways during the last fifteen months, including the failure 
to pass this vitally needed piece of legislation, is not suf- 
ficient to convince the American people that permanent 
ownership and operation is wholly undesirable, we cannot 
conceive what kind of evidence could be required to convince 
them. 


Wherein Government 
Operation Has “Failed” 


T IS BEING CHARGED that those who are criticising the re- 

sults of government operation are trying to take unfair 
advantage of effects produced by abnormal conditions to 
discredit the entire cause of government ownership and opera- 
tion. It is even alleged that such criticism reflects unfairly 
on the patriotism and work, not only of former Director 
General McAdoo, but of the railway officers who accepted 
places in his organization as directors of divisions, regional 
directors, federal managers, and so on. 

The point needs to be emphasized that systems and not 
men are being discussed. Everyone knows that under one 
kind of system a certain personnel will get one kind of re- 
sults in any line of human effort, and that under another kind 
of system, the same personnel will get a different kind of 
results. There have been wide differences of opinion and 
much discussion regarding the relative advantages of the 
system of private operation of railways and the system of 
government operation of railways. On January 1, 1918, the 
United States changed from the former to the latter. 

Director General McAdoo showed his confidence in the 
ability and patriotism of the higher officers of the railways 
who had been trained under private operation by giving to 
them most of the important places in his organization. There- 
fore, while there were radical changes in the positions these 
men held, the official personnel of the railways under the 


“new system was much the same as under the old. That the 


men who consented to serve under Mr. McAdoo supported 
him with energy and ability has been recognized by Mr. 
McAdoo himself in the most generous and unreserved lan- 
guage. Furthermore, nobody familiar with the facts ques- 
tions the ability, energy and patriotism with which Mr. 
McAdoo did his work. The Railway Age has said before, 
and repeats now, that if government operation was to be 
adopted, it was desirable that a public man should be put in 
charge; that Mr. McAdoo probably was the best man in the 
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present national administration for director general; and that 
he probably worked the particular system he adopted as well 
as any other man in the country could have. 

The system which Mr. McAdoo adopted was funda- 
mentally and in detail different from that which preceded it. 
It was the very system which advocates of government owner- 
ship had contended would enable the government to get 
better results than could be obtained under private operation. 
They had advocated consolidation, unification, and standard- 
ization of the railways. Mr. McAdoo adopted consolidation, 
unification and standardization as the fundamental prin- 
ciples of his policy. 

Can it be said truly that under the system Mr. McAdoo 
adopted the operation of the railways has been a “failure’’?. 
That depends on what is meant by “failure.” Government 
control was specifically declared by President Wilson in his 
Railroad Control message, and by the Railroad Control Law, 
to have been adopted solely as a war measure. Regarding it 
solely as a war measure, it accomplished its purposes. One 
of its principal purposes was to save the railway companies 
from bankruptcy and thereby prevent a collapse of the 
financial structure of the country. It did this. Another of 
its principal purposes was to enable the railways to handle 
the traffic which it was essential should be handled during 
the war. This was done and done well. Another object of 
government control was to enable the government to so deal 
with the labor situation on the railways as to prevent strikes 
during the war. This was done. These things could and 
would have been done, and probably better done, under pri- 
vate operation, if the government had done the things neces- 
sary to make this possible; but the fact is that the purposes 
mentioned were accomplished under government operation. 

How, then, can it be said that government operation has 
been a failure? It is true operating expenses have increased 
greatly, but they would have increased, although probably 
not so much, under private operation. It is true freight and 
passenger rates have been increased, but they would have had 
to be increased under private operation. It is true railway 
service deteriorated, but it would have deteriorated under 
private operation. ‘The necessities of war were paramount. 
Those necessities could not be met without increasing ex- 
penses, advancing rates and making radical changes in 
freight and passenger service. 

Wherein, then, has government operation been a failure? 
It has been a complete failure in that it has utterly failed to 
justify the criticisms which for years have been heaped upon 
private operation of railways in this country or the claims 
which for years have been made regarding the great im- 
provements which could and would be effected under govern- 
ment operation. These unjust criticisms of private operation 
and extravagant claims regarding government operation con- 
tinued to be made, not merely up to the time when govern- 
ment operation was adopted, but after it was adopted. They 
are still being made. 

The critics of private operation repeatedly have said that 
“the railways under private ownership had broken down.” 
Judge Prouty, director of accounting of the Railroad Ad- 
ministration, made this assertion in a public address as re- 
cently as January 17,1919. It was claimed that under govern- 
ment operation the railways would be able to handle a vastly 
increased traffic. The outcome failed to support this claim. 
Under government operation, with all the important law- 
made advantages the government had over the companies, 
the railways handled only two per cent more freight than in 
1917, and nine per cent more passengers. It was claimed 
that under government operation the facilities of the railways 
would be largely increased. The results failed to support 
this claim. 

The traffic handled under government operation in the year 
1918 was moved almost entirely with facilities the railways 
had provided under private operation. It was charged by 
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critics of private operation that it was inefficient and extrava- 
gant, and claimed that under government operation vast 
economies could and would be effected. Director General 
McAdoo made this claim after he took office. On the con- 
trary, the expenses of the Class 1 roads increased $1,150,- 
000,000 in 1918, of which about one-half was due to ad- 
vances in wages and one-half to other causes. It was claimed 
that under government operation much better service could 
and would be rendered than had been rendered under private 
operation. This was not done. 

Why have the predictions which the advocates of govern- 
ment ownership made regarding the outcome of government 
operation been completely discredited by the event? Is it 
because the conditions under which government operation has 
been conducted have been abnormal? Government operation 
was adopted solely because the conditions under which the 
railways had been operated for months had been abnormal, 
and would continue to be abnormal; and these extravagant 
predictions continued to be made in face of that fact. The 
real reason why the results predicted have not been produced 
is that it was humanly impossible to produce them, under 
any system of operation, private or government. The advo- 
cates of government operation grossly underestimated the 
efficiency of private operation. They grossly overestimated 
the efficiency that could be attained under government 
operation. This is the main reason for the very wide dis- 
parity between their claims and predictions and the actual 
outcome. 

But the defenders and advocates of government operation 
are not discouraged. They continue to descant upon the 
enormous savings which could be made under government 
ownership. Judge Prouty recently made the astounding es- 
timate that the government could raise the capital required 
to buy the railways at 4 per cent; that the railway companies 
would have to pay an average of 9 per cent, the difference 
being 5 per cent; and that, therefore, the saving in the cost 
of capital under government as compared with private owner- 
ship, would be from 750 million to one billion dollars an- 


- nually! 


This particular saving might possibly be one-fifth as great 
as Judge Prouty estimates it, and that it would be far more 
than offset by increases in operating expenses all experience 
indicates. Which recalls that a little over a year ago a man 
named Brookhart from Iowa estimated before a Congres- 
sional committee that the saving in operating expenses under 
government operation would be over $400,000,000 a year. 
His estimate and the actual outcome of the first year of gov- 
ernment operation differed by one and one-half billions of 
dollars; while Mr. McAdoo missed his guess on the same 
point by about $800,000,000. In spite of the enormous in- 
crease in operating expenses which has occurred, the advo- 
cates of government ownership still have the hardihood to 
try to tell us how much more economical permanent govern- 
ment operation would be than permanent private operation. 

As long as the defenders and advocates of government 
operation persist in making such extravagant claims, it will 
continue to be necessary, however invidious, to recall their 
past claims and predictions, and the tremendous discrepancy 
between these claims and predictions and the actual record 
of government operation. This must be done in order to 
enable the public to form a rational opinion as to how much 
weight it should give to their present and future claims and 
predictions. 

Government control did not fail as a war measure. It ac- 
complished the purposes for which it was adopted. On the 
other hand, government operation has utterly failed to justify 
a single one of the claims which have been made regarding 
the economic results it would produce, and it will continue to 
fail to justify them in future. And it is as an economic 
measure, and not as a war measure, that its continuance is 
being advocated. 























Railroad Appropriation Defeated by Filibuster 


Government’s Financial Program Seriously Embarrassed—Relin- 
quishment Not Under Consideration 


political contest between the President and the Repub- 

lican senators, the bill to appropriate an addition of 
$750,000,000 to the revolving fund of the Railroad Ad- 
ministration failed of passage at the final session of the 
Sixty-fifth Congress, which adjourned at noon on March 4. 
As a result the Railroad Administration is confronted with 
a situation very similar to that found by Old Mother Hub- 
bard when she went to the cupboard. Along with many other 
important appropriation bills and other measures the bill 
needed by the Railroad Administration to enable it to pay 
the railroad companies their guaranteed rental for 1918, to 
pay for the cars and locomotives it had ordered and to as- 
sist the railroads in financing their improvement program 
for this year, was sacrificed to a filibuster conducted by a 
number of Republican senators who resented being asked to 
vote for important administration bills with little opportunity 
for consideration in the last few days of the session and 
who were endeavoring to force the President to call the new 
Republican Congress in extra session at an early date. No 
opposition was manifested to the appropriation itself, which 
had passed the House almost unanimously and which it was 
generally assumed would be allowed to pass in the Senate, but 
almost every time-killing expedient known to parliamentary 
practice was brought into play to prevent its consideration. 
It has been suggested that the Railroad Administration and 
the Democratic leaders may have overplayed their hand by 
their insistence that the passage of the bill was absolutely 
necessary to avoid a panic, because the purpose of the Repub- 
licans was to create a situation which would make an early 
extra session imperative. 

The railroad appropriation was favorably reported by the 
Senate committee on appropriations as a rider to the general 
deficiency bill and after an all-night session of the Senate 
Saturday night the bill was made the unfinished business for 
Monday. Speeches on the league of nations and the consid- 
eration of minor matters which were allowed to intervene 
took up most of the Monday session and the bill was not 
even reached until early Tuesday morning. About 3 a. m. 
Director General Hines was called to the Capitol to use his 
influence to help the bill but by that time only the President 
could save it and he preferred to attempt to place the re- 
sponsibility on the men who had caused the filibuster rather 
than allow Congress to stay on the job while he is in Europe. 

The President left Washington and sailed for France 
insisting he was taking the proper course in refusing to call 
Congress in special session during his absence from the 
country. He declared that “a group of men have deliberate- 
ly chosen to embarrass the administration of the government,” 
and “to imperil the financial interests of the railway system 
of the country.” 

Director General Hines saw the President before his de- 
parture and later conferred with the Secretary of the Treasury 
and the managing director of the War Finance Corporation. 
On Wednesday he gave out a statement indicating that the 
question of relinquishment is not being considered but that 
an effort will be made to tide over the situation by private 
financing and the co-operation of the Treasury Department 
and the War Finance Corporation. The latter has available 
some $300,000,000, some of which it is believed might be 
loaned to railroad companies on their own application and 
some of which might be loaned to equipment companies. If 
some of the railroads can in this way or from the banks raise 
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Wasuincton, D. C. 
money to repay to the Railroad Administration advances 
made for capital expenditures the administration would be 
able to pay a larger proportion of the rentals. It is evident, 
however, that the Railroad Administration will not be in a 
position to order any equipment or to make any capital ex- 
penditures except such as can be financed by the companies 
and the latter in proposing improvement work for this year 
are to be asked to state whether they can finance it. It is 
not the policy of the Railroad Administration to cut off any 
improvement work now under way if it can be avoided by 
private financing but it had been hoped to avoid the necessity 
for private financing during the time the government ‘itself 
will be trying to sell its own securities. 


Director General Hines’ Statement 


“The adjournment of Congress without the passage of the 
railroad appropriation leaves the United States Railroad Ad- 
ministration confronted with the necessity for the adoption of 
radically different methods of dealing with its financial prob- 
lems, than it had contemplated when the adoption of the ap- 
propriation was expected,” Mr. Hines said. 

“The Railroad Administration had felt justified in count- 
ing upon the passage of this appropriation. This is true be- 
cause the money asked for was necessary to meet government 
obligations duly incurred and because also it promised to 
improve and stabilize the general industrial situation through 
enabling the Railroad Administration to go forward confi- 
dently in carrying out its policy as to improvements and also 
as to maintenance. Confidence in obtaining the appropria- 
tion was confirmed by the fact that the House Appropriations 
Committee after extensive hearings reported the appropria- 
tion favorably without any dissent, the House passed it by 
a vote of 272 to 15, and the Senate Appropriations Commit- 
tee, after hearing, likewise reported it favorably without any 
dissent. The recognized urgency of the matter brought the 
appropriation before the Senate for debate, but the debate 
was not concluded before the session adjourned. 

“This unexpected result puts upon the director general the 
necessity for devising radically different methods of dealing 
with the extremely difficult situation. I approach the mat- 
ter in the spirit and with the purpose of finding ways to 
meet the requirements and to avert financial embarrassments 
and industrial depression. It would be improper, however, to 
minimize the difficulties of the situation; but I believe that 
the very difficulties themselves will result in obtaining patri- 
otic co-operation of all the business interests involved in- 
cluding the railroad corporations and equipment companies 
and other producers of material and the bankers. At the 
moment, there is no occasion to discuss the question of re- 
linquishment of the railroads. My first purpose is to try to 
solve the problem in other ways. 

“TI am not prepared at the moment to outline specific plans 
because numerous methods must be devised for dealing with 
different phases of the subject and each will require its sep- 
arate study and perhaps a separate plan of co-operation. But 
I believe that on the part of all responsible interests affected 
there will be prompt response to my own definite purpose of 
finding a way to meet the difficulty, and I do not believe any- 
one should give way to alarm on account of the condition 
which has been so unexpectedly produced. 

“The Treasury Department and the War Finance Corpora- 
tion are co-operating in the matter with the utmost cordiality. 

“Tn connection with the consideration of this question there 
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has been no discussion of raising rates, either passenger or 
freight, because the money derived from rates goes into 
operating revenues which primarily are not affected by the 
present situation. 

“Generally speaking it will be my object to solve the prob- 
lem facing the Railroad Administration through financial 
means, rather than through interfering with work involving 
the employment of labor. I consider it important that there 
be no industrial disturbances. 

“In connection with necessary financing which will have 
to be done by the railroad corporations it is the rule that no 
such corporate financing be undertaken except on certificate 
of the Railroad Administration, and therefore the Railroad 
Administration in a sense acts as a clearing house for such 
financing, thus minimizing the danger of financial con- 
fusion.” 

The failure of the appropriation will not only embarrass 
the government in its prospective Victory loan campaign but 
also creates a serious situation for the Railroad Administra- 
tion, which has exhausted its original revolving fund; and 
owes several hundred millions more, for the railroad com- 
panies that have not received their rental for 1918, and for 
the car and locomotive builders and the supply companies 
that are looking for payment for the cars and locomotives as 
they are delivered. 

According to the estimates of the Railroad Administra- 
tion, the $750,000,000 was required to pay the $381,806,- 
904 which the government owed the railroads for 1918, and 
to provide $368,193,096 to meet capital requirements for 
1919, including $12,840,000 for inland waterways, $20,000,- 
000 for the Boston & Maine reorganization, $286,000,000 for 
equipment ordered in 1918 and $49,353,096 for financing 
other necessary capital expenditures in addition to the amount 
which could be financed by the railroad companies. Mr. 
Hines has stated that the entire amount for equipment will 
be due by the end of May and ought to be paid at the rate of 
about $50,000,000 per month whereas on account of the 
shortage in cash only about $25,000,000 was paid in Janu- 
ary. The money for the Boston & Maine was expected to be 
required almost at once, that for the inland waterways will 
be due about May 1 and money for improvements to the rail- 
ways is needed throughout the year. Before the appropria- 
tions committee of the Senate he said that $700,000,000 of 
the amount would be needed by June 1. 

A statement of the accounts between the director general 
and the railroad companies as of December 31, 1918, which 
shows how the item of $381,000,000 is made up, was pub- 
lished in the Railway Age of February 21, page 434. 


Other Bills 


Senator Cummins’ bill to restore the Interstate Commerce 
Commission its former authority over rates by authorizing 
it to suspend rates initiated by the director general was also 
lost in the shuffle. The Senate Committee had reported the 
bill favorably and Senator Cummins made a strong effort 
to have it considered on the floor as an amendment to the 
appropriation bill. Senator Cummins received some sup- 
port, particularly from Senator Pomerene and Senator Tram- 
mell, but was unable to get a vote on his amendment. 

Appropriations for the next fiscal year for the expenses 
of the Interstate Commerce Commission, including its valu- 
ation bureau, and for the continuation of work on the Alask- 
an railway, were included in the sundry civil bill, which was 
passed by the House but was also held up by the filibuster 
in the Senate. The appropriation for the valuation was $2,- 
500,000, which is $1,000,000 less than has been appropri- 
ated for this work in recent years. The reduction was made 
by the commission in asking for the appropriation. The ap- 
propriation for the Alaska railway was $4,002,380, repre- 
senting the balance of the $35,000,000 originally appropri- 
ated for the construction of the road. A deficiency appropri- 
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ation of $9,800,000 which the Interior Department asked as 
being necessary to complete the road because of the greatly 
increased costs was not approved by the appropriation com- 
mittee of the House. 

A resolution to extend until July 1, 1920, the effective 
date of Section 10 of the Clayton law, which had been passed 
by the Senate for the benefit of the short lines, failed of 
passage in the House after it had been favorably reported 
by the judiciary committee. 

No Sudden Relinquishment 


A continuation of federal operation of the railroads for 
at least the remainder of this year and possibly for a longer 
period was thought to be assured by an announcement issued 
by Director General Hines on February 28, after a confer- 
ence with the President, which indicated that the President 
had decided to give the new Republican Congress a chance 
to try its hand at working out a permanent legislative plan 
for the future regulation of the railroads before relinquish- 
ing his present control. Mr. Hines addressed the following 
letter to Chairmen Smith and Martin of the Senate com- 
mittees on interstate commerce and appropriations and to 
Representatives Sims and Sherley, chairmen of the House 
committees on interstate and foreign commerce and appropri- 
ations: 

“As you are aware, there has been some inquiry as to 
whether there might be an immediate or precipitate return 
of the railroads to private management. The Railroad Ad- 
ministration has indicated whenever this inquiry has been 
made that it would not recommend that any such step be 
taken. 

“For your further information, I am glad to say that I 
have now discussed the matter with the President, and he 
has authorized me to state that not only will there be no 
sudden relinquishment of the railroads, but further, that it 
is not his purpose to relinquish the railroads until there has 
been an opportunity to see whether a constructive permanent 
program of legislation is likely to be considered promptly 
and adopted within a reasonable time.” 

Some of the Senators who conferred with the President 
after the failure of the appropriation bill urged him to take 
this opportunity to return the roads to their owners and 
wash his hands of the whole affair, but he gave no indication 
of assent to the proposal, and Mr. Hines’ later statement 
indicated that such a plan is not yet being considered. 

The letter was sent to the chairmen of the Congressional 
committees because a strong effort had been made in the 
House and a similar effort was to be made in the Senate to 
amend the bili appropriating the $750,000,000 addition to 
the revolving fund by a provision taking away the Presi- 
dent’s authority to relinquish the roads before the expiration 
of the 21 months’ period without the consent of Congress. 

As the new Congress does not meet until December, unless 
called in extra session before that time, and as the President 
has stated he will not under any circumstances call a session 
until after his second return from Europe, probably not be- 
fore June or July, there is little likelihood of any permanent 
legislation much before the first of the year and a much 
longer time might be required. How long would be required 
to convince the President of the likelihood of a program 
being adopted and what he would consider a reasonable time 
were left for surmise. 

It is assumed that the new Congress would at once take 
up the study of the railroad question as soon as it is 
assembled, and the extensive testimony already taken by 
the Senate Committee on Interstate Commerce would repre- 
sent that much progress made, although the House com- 
mittee did not get around to the subject at the session. 

A bill prepared by the attorneys of the National Owners 
of Railroad Securities, embodying the features of the War- 
field plan for the return and regulation of the railroads, as 
submitted recently before the Senate Committee on Interstate 
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Commerce, was introduced in the Senate at four o’clock in 
the morning of March 4 by Senator Underwood. The 
Senator stated that in consequence of the great importance 
of the subject, this bill was introduced that it might be 
printed and given wide circulation among the members of 
Congress and the public. He also requested that the bill 
appear in the Congressional Record, which was agreed to by 
the Senate. Senator Watson also introduced a bill to provide 
for the regulation of the railways after their relinquishment 
and to enlarge the powers of the Interstate Commerce Com- 
mission. 


Final Report of Joint Committee on Interstate 
Commerce 


Shortly before the adjournment of Congress, Chairman 
E. D. Smith presented the final report of the Joint Com- 
mittee on Interstate Commerce, generally known as the New- 
lands Committee, as follows: 

“The joint subcommittee, created by public resolution No. 
25 of the Sixty-fourth Congress, made its report to Congress 
on January 9, 1917, and recommended therein that the time 
for making a complete report be extended to the first Monday 
in December following. Congress approved the recommenda- 
tion, and in public resolution No. 44, Sixty-fourth Congress, 
approved January 15, 1917, so provided. 
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“It was the purpose of the joint subcommittee to enter upon 
this investigation actively upon the adjournment of Congress 
on March 4 of that year. However, war with Germany was 
declared in April of the same year, and conditions became so 
abnormal that no investigation conducted would elicit in- 
formation affording a safe basis for a comprehensive revision 
of existing laws and methods of railroad operation believed 
to be susceptible of material improvement under normal con- 
ditions. Recognizing the difficulties and importance of the 
task, Congress, in an act approved October 6, 1917, extended 
the time for the making of this report until the first Monday 
in December, 1918. 

“Notwithstanding the work incident to the war, your com- 
mittee has taken a large amount of testimony and devoted 
much time to the study of the questions covered by the resolu- 
tion. Since the creation of the joint subcommittee the Gov- 
ernment has taken over the railroads and operated them as a 
war necessity. ; 

“In view of the fact that the appropriate committees of the 
Senate and of the House of Representatives, respectively, 
have the whole subject under consideration—the Interstate 
Commerce Committee of the Senate having just concluded, 
for the time being at least, exhaustive hearings—it is deemed 
inadvisable that the said joint subcommittee resume its activi- 
ties, and it is so recommended.” 


Railroad Administration Faces New Situation’ 


Will Be Approached in Spirit of Trying to Secure Co-operation 
in Providing the Necessary Finances 


By Director General Walker D. Hines 


course, exceedingly close to the Railroad Administra- 

tion.. The Railroad Administration not only has the 
same motive to promote general industrial prosperity that every 
other agency of the government has, and it not only has that 
motive accentuated by the tremendous scale on which it has 
to conduct this important industrial business, but it has a 
further distinct motive and perhaps a motive peculiar to 
itself, that if it can encourage general business prosperity 
through the management of its own industrial activities it 
thereby improves its own situation by stimulating the general 
business and consequently increasing its general revenues. 
So, from every standpoint I approach this matter with the 
liveliest interest and sympathy and with the desire to do 
everything that is practicable to promote the important ob- 
jects which you have assembled to consider. 

In studying this matter we felt that we had a promising 
program which would go far toward meeting the important 
necessities of the present situation. We contemplated that 
we would go ahead and could go ahead without any diffi- 
culty, keep up our maintenance of ihe railroads and their 
equipment to the standard which the railroad companies 
themselves had established during the three years ending 
June 30, 1917, which are generally spoken of now as the 
three-year test period, that we would also be able to go 
ahead on a substantial though conservative scheme of im- 
provements and that through ability which we anticipated 
we would have to pay the amounts due the railroad com- 
panies, equipment companies and other creditors we would 
establish a general credit situation which would enable the 
railroad companies to borrow substantial amounts of money 
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for the purpose of engaging upon a larger improvement pro- 
gram than the conservative program we had fixed upon. So, 
from every standpoint we felt encouraged to believe that 
we could see our way clear at the outset to be a very im- 
portant factor in this development. When I accepted the 
invitation which was extended to me to speak to you this 
afternoon, I hoped to be able to tell you the way was clear 
to do that without any difficulties whatever. But our pro- 
gram as originally planned rested upon our anticipation 
that we would get the appropriation of $750,000,000 for 
which we had applied to Congress. 

Therefore, yesterday at noon we were confronted with the 
problem of endeavoring to remake our program in the face 
of radically different conditions from those we had antici- 
pated, and I come before you today to tell you in a very 
few words what I now see is the outlook for the Railroad 
Administration in dealing with these important problems. 

I approach the matter in the spirit that it is my clear duty 
from every standpoint to try, notwithstanding the failure 
of this appropriation, to find a way to accomplish the things 
which you gentlemen want to accomplish. It might be ex- 
ceedingly easy, under the circumstances, to approach it in 
the spirit of trying not to find a way, but it is in exactly the 
opposite spirit that I come before you, and my belief is that, 
in view of the very difficulties of the situation which has so 
suddenly confronted us and the business interests of the 
country, there will be an impulse toward a patriotic co- 
operation to contrive ways and means to carry forward the 
reasonable program of the Railroad Administration despite 
the failure of the appropriation. I have this further guiding 
principle in dealing with the matter: There would be two 
general ways in which we might attempt to adapt ourselves 
to this new situation so suddenly created. One way would 
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be to cut down expenditures as rapidly as possible in every 
direction, even though these expenditures were highly de- 
sirable. The other way would be to try to resort to every 
possible expedient to prevail on the zailroad companies and 
the other business interests affected to borrow the necessary 
money to enable us to go forward with these expenditures, 
and I am emphatically in favor of the plan which contem- 
plates financing these matters so we can go forward with the 
expenditures rather than of the plan of cutting off the 
expenditures so we can avoid the financing. From every 
standpoint it seems to me this is the proper and expedient 
course to pursue, and in addition to the other reasons which 
actuate me in approaching the matter in this spirit is the 
reason which is a controlling consideration with me that I 
am absolutely out of sympathy with any policy which con- 
templates the slowing down of industries for the purpose 
of throwing men out of the employment with the idea in mind 
that thereby the rates of wages may be cut down for the 
future. 

Approaching the matter along these lines it is going to be 
my policy and with the most cordial co-operation of the 
Secretary of the Treasury and of the War Finance Corpora- 
tion to try to find every way we can to reimburse the 
Treasury and the Railroad Administration through getting 
the corporations to borrow the money to pay back advances 
which have been made and which it will be necessary to 
make to carry out our program. It would be unwise to 
create the impression that that is going to be an easy task. 
It is going to be very difficult, but we are approaching it 
with the determination that we will make it succeed in a 
very large extent, and that we will get a large measure of 
patriotic co-operation from all the interests which are 
affected. 

That states the situation as to the general policy with 


which I am undertaking to face the new problem. The 
specific proposition which you gentiemen have had much in 
mind, and which I, too, have already been considering with 
care, is the question as to what ought to be done by the 
Railroad Administration with, reference to the rates on 


road-building materials. There has been the feeling which 
has been conveyed to me from various quarters entitled to 
the most careful consideration that the advances which were 
made in rates effective last June to meet the conditions of 
increased cost growing out of the war had borne too heavily 
on road-building materials, and that, in order to encourage 
a program of resumption of road-building, which everybody 
now appreciates is the thing to be done in the public interest, 
’ there ought to be a substantial reducticn in those rates. The 
matter is having the most careful and expeditious considera- 
tion in the Railroad Administration, and I am approaching 
it in the most sympathetic spirit to do everything that is 
reasonably practicable to meet the expectations in that regard 
and to accomplish thereby a reasonable encouragement so 
far as it is possible in view of the very great limitations that 
rest upon us to bring about the encouragement of the re- 
sumption of road-building. I hope very shortly, perhaps 
in the next week or ten days, to get a final report on that 
matter upon the basis of which I .can take definite action, 
and while it is impossible to forecast at the moment the 
action that I can take, I do want to assure you that I am 
fully alive to the importance of the object which you gentle- 
men seek to accomplish, and of the fact that not only do 
we want to help in general, but we have a distinct selfish 
interest in encouraging the resumpticn of this industry at 
the earliest possible moment. 

The only other matter that I wanted to mention to you 
is one which perhaps does not primarily concern the object 
of this meeting, but I am selfishly taking advantage of this 
opportunity to mention it to you; and that is, to tell you 
my general feelings as to what my job is. I welcome an 
opportunity like this to sneak to representatives who have 


RAILWAY AGE 


Vol. 66, No. 10 


come here from all parts of the country and try to make 
clear to you that an important factor in undertaking to 
administer this tremendous task which rests upon me is 
not to try to bring about one solution of the railroad ques- 
tion rather than another, not to impose my own notions 
upon the public in any respect in that regard, but to confine 
myself to the job of rendering the best possible and most 
adequate possible public service. I am as fully appreci- 
ative as any one in this audience of the fact that during 
the war the railroad service of the country in many respects 
was cut down to a basis where a citizen did not get the 
same amount of service and consideration which he got be- 
fore the war. I would like to impress upon you the thought 
that that was not due to this temporary federal control of 
the railroads, but due to the war, and that now that the 
war is over my own idea is during the remaining period of 
federal control to do everything in my power to bring back 
the railroad service of the country to the more favorable 
conditions that existed prior to the war, and, where the op- 
portunity appears to arise, to make the service even better 
than that. I do not say this in any idle spirit of promising. 
I know the difficulties in the way, and I want to ask you 
ladies and gentlemen to realize the spirit in which I am 
approaching this difficult task and to give me the benefit of 
your sympathetic support in enabling me to do what I am 
trying to do in that regard. 

Not long ago I had a very satisfying conference with the 
representatives of the state railroad commissions, who came 
here and discussed this whole probletn with me, and as the 
result of the discussion, continuing over two days, I got the 
distinct impression that those highly important public agen- 
cies were going as a general thing io aid me in improving 
this public service by inspecting how the public service is 
being rendered in their respective states, and giving me the 
benefit of their suggestions from time to time as to what 
ought to be done in order to get back to the more favorable 
conditions prior to the war and in order to improve those 
conditions where the opportunity presented. I want as far 
as I can to carry that message throughout the United States 
of a desire on my part and on the part of my associates in 
this tremendously important short period of government con- 
trol to give the public the very best service possible and of 
my earnest desire to get the benefit of the greatest possible 
measure of public support in making that policy a 
success. 

When you find things in the railroad service which are 
not comfortable, which are inconvenient, which fall short 
of what you think the service ought to be, I hope you will 
not form in your own mind the impression that that is what 
the Railroad Administration is trying to do. I want you 
to realize that that is what the Railroad Administration is 
trying to avoid, and it is looking for all the help and all 
the suggestions it can get, and I do earnestly ask you to do 
what you can to help, through making suggestions to me, 
to my associates in Washington, or to the federal managers 
or regional directors, bearing in mind that they all are direct 
representatives of the government of the United States, and 
that the watchword of the Railroad Administration is to 
render an adequate and convenient public service. 


The Missouri House of Representatives has adopted a reso- 
lution petitioning Congress to return railroad, telegraph and 
telephone lines and cables to their owners as soon as possible. 
The resolution also states that private ownership should be 
safeguarded by federal regulation of service, capitalization, 
income and disbursements. The Denver Commercial Traffic 
Club on February 19 directed its officers to prepare a memo- 
randum to be submitted to Congressmen from Colorado stat- 
ing the view of the club that the railroads should be returned 
to their owners at the earliest possible date. 

















A Suspension Bridge on the Southern Railroad of Peru. This and the other photographs in this article are used through the courtesy of the 
Pan-American Union 





Peru’s Railways Need Many Connecting Links 


Unrelated Short Lines of Different Gages and Inadequate 
Mileage Characterize Country’s Transportation 


ERU DOES NOT POSSESS, strictly speaking, a railway 
system, but rather only a number of unrelated short 
railways which follow inland along the river valleys 

and which lack a connecting longitudinal system. The moun- 
tainous character of the country, the fact that it is not well 
knit politically, and its poor financiai condition have all 
helped to retard a comprehensive scheme of transportation 
development. Peru needs railways and it seems a logical 

















Southern Railway of Peru on the Road to Cuzco 


conclusion that American engineers and supplies will prob- 
ably play a leading part in supplying them. 

These are some of the features of a report issued this week 
by the Latin-American Division of the Bureau of Foreign 
and Domestic Commerce’ in Latin-American Circular No. 53. 
The report follows similar reports on Colombia, Mexico and 
Brazil, the latter two of which have been abstracted in the 
Railway Age. The Peruvian report follows: 
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Geography 


Peru consists of three distinct sections each of which ex- 
tends from the extreme nerthern part of the country to the 
extreme southern. The first of these sections is the narrow, 
western coastal belt, arid except for its numerous river val- 
leys. These river valleys are the avenues by means of which 
civilization is slowly pushing inland; a very large per cent 
of the white population live in them; the country’s chief 
ports are located at their mouths; they produce the country’s 
foodstuffs, in short, they are the centers of the industrial and 
commercial life of Peru. The second distinct section is com- 
posed of the two and some times three ranges of the Andes 
which reach some of their most forbidding heights in Peru. 
In the high Andean plateau between these mountain ranges 
lies hidden the mineral wealth of the country. The third 
section consists of the eastern slope of the Andes or the 
montana as it is called, a wild jungle still unexplored except 
along the upper Amazon and its tributaries. The principal 
product of this montana region is rubber which is taken down 
the Amazon and exported through Brazil. 

The impenetrability of the Peruvian Andes is directly: re- 
sponsible for the fact that Peru, with an area of nearly 700,- 
000 square miles, has only 1,700 miles of railway or only 
about 2.5 miles of railroad per thousand square miles of 
area. Indirectly, railway development has been retarded by 
other factors; more than half the population is Indian and 
a very large per cent is illiterate; political unity has been 
lacking and the government has been involved in a long 
series of border disputes which has kept the treasury drained. 


Railways in Operation 


Peru does not possess, strictly speaking, a railway system. 
The railways are slowly pushing their way across the coastal 
belt and already two lines, the Central and the Southern, 
scale the coastal mountain barrier and tap the mineral region 
of the Andean plateau but no railway has yet penetrated 
farther east than this. The montana on the east of the Andes 
is unconnected with the coastal region on the west except by 
difficult mountain trails over which it is impracticable to 
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transport freight. There are only three short stretches of 
longitudinal railroad in Peru; one in the southern part of 
the plateau section; one in the central part of the plateau 
section; and one from the port of Callao north along the 
coast. The ocean is still the only highway available for 
travel from north to south. 

With the exception of the two lines which penetrate the 
Andean plateau and the three short stretches of longitudinal 
road, the railways now in operation are short, isolated lines 
extending from Pacific ports short distances up the river val- 
leys and have but a single function, the connection of in- 
terior points of a special river valley with its ocean port. 

The following table lists the railways now in operation 
and gives a few details of each location, length, gage, chief 
products of the area served, and equipment. Some interest- 
ing deductions may be drawn from each of these columns 
regarding conditions of the lines throughout the whole coun- 
try. ‘There are some thirty lines listed and only six of this 
number are over 60 miles in length. Practically all of the rail- 
ways begin at a Pacific port and follow the course of a river 
inland. The gages vary from standard to only 2 ft. In 
every case the roads are dependent on the success of a few 
plantations or mines for the bulk of their export freight. The 
figures for equipment which were purposely taken for a pre- 
war year show the meagerness of the equipment of most of 
the roads even in normal times. 

In 1890, the entire foreign debt of Peru was taken over 
by the London Corporation of Foreign Bondholders and in 


RAILWAY AGE 


Vol. 66, No. 10 


return the Peruvian government granted that organization 
certain concessions including the control of all state railways 
for a period of 66 years. The Peruvian Corporation was 
then created by the Corporation of Foreign Bondholders to 
administer these concessions. In 1907, a new contract was 
effected between the Peruvian Corporation and the Peruvian 
government by which certain disputes were adjusted and 
under which the railway lease was extended for an addition- 
al 17 years during which time the government was to receive 
50 per cent of the net profits resulting from the operation of 
the railways after the service of the corporation’s railway 
bonds had been met. 

The Peruvian Corporation controls some 1,300 miles of 
Peru’s 1,700 miles of railways. As the following list of 
roads controlled by the corporation indicates, this 1,300 miles 
includes all the more important lines of the country with the 
exception of the Cerro de Pasco Railway. 


Railways Controlled by Peruvian Corporation 


Central Railway 
Southern 
Trujillo 

Paita 


Pacasmayo 
Pisco to Ica 
Chimbote 


The extensions of the Central to Huancayo and of the 
Southern to Cuzco were constructed by the corporation. Ac- 
cording to the 1907 contract, the government is to provide the 
necessary state land for further construction work and is to 








; Location 
Name of railroad (Port inland to 
Tumbes Ry. (Gov’t) : 
Paita to Piura (Peruvian 
Corp.) valley; down this valley to Piura 


Piura to Catacaos 


Bayovar-Reventazon - (pri- 
vate) Bayovar to sulphur mines at Reventazon 

Pimentel-Chiclayo 

Eten, Chiclayo, Ferrenafe Main line: Pimentel to Chiclayo, 
and Ferrenafe 

Branch: Chiclayo to Patapo 

Branch: Pimentel to Pomaloa 


Pizarro to Tumbes, chief town of Tumbes valley 7 
Paita up Chira valley to Sullana; south to Piura 


Town of Piura down Piura valley to Catacaos.. 


Pimentel to towns of Chiclayo and Lambayeque 
Lambayeque 








Chief 
items 
expt. frt. 


Petroleum 


-Equipment———— 
Locomo- Pas. Freight 
Gage tives cars cars 


2 ft. 6 in. 
60 4 ft. 8% in. 
2 ft. 6 in. 


miles 


Cotton, 43 
petroleum 

Cotton, ] 14 
petroleum 


metre Sulphur _ 24 
4 ft. 8% in. Rice 24 


4 ft. 8% in. 
4 ft. 8% in. 
3 


Rice 8g : 80 
Rice as oh ae 
Rice os ee os 


Eten-Cayalti ; 

Pacasmayo Yonan (Peruvian 
Corp.) 

Huanchaco Tres Palos 

Trujillo (Peruvian 
orp.) : 

Chicama Pampas (private) 

Trujillo-Laredo-Menocucho 


Railway 


Chimbote-Tablones (Peru- 
vian Corp.) 


Supe-Barranca Pativilca 


Rio Pativilea to Paramonga 
Supe-San Nicholas 
Reparticion to Alpas 
Northwestern 


a Chica-Salinas (pri- 
Chanter ~~“ (private) 


Lima Rys 


Central (Peruvian Corp.) 


Cerro de Pasco 


Casapalea El 
vate) 

Lima-Atacongo 

Cerro Azul Canete 


Tambo de Mora-Chincha 
Pisco-Ica (Peruvian Corp.) 


Carmen (pri- 


Southern (Peruvian Corp.) 


Ensenada Pampa Blanca 
(private) 
Tlo-Moquegua (Gov’t) 


Eten to Cayalti in Sana valley 
aioe net Up Jequetepeque valley to Yonan & 
lilete 

jranch: North from Calasnique to Guadalupe.. 

Main line: Huanchaco north to Tres Palos 
Branch; up Chicama valley to Roma 

Salaverry north to Trujillo, Chicama and Cho- 
cape hence inland to Ascope 

Chicama up Chicama valley to Pampas 

Trujillo up Santa Catalina valley to Laredo.. 

Branch: Laredo to Menocucho 

Chimbote up Santa valley through Tablones to 
La Limona 

Supe north to Barranca in Supe valley and to 
Pativilca in Pativilca valley 


Short extension to hacienda, Paramonga 
Supe to hacienda of San Nicholas 


Up Huara valley to Sayan............e0. coves 
Huacho to 1 
Huaral to Chancay 


Huacho to salt works 

Chancay up Chancay valley to hacienda of Palpa 

Callao to Lima and short branches from both 
cities 

Callao through Lima up Rimas valley and 
coastal mt. range to Oroya 

Oroya south along Andean plateau to Huancayo 

Ticlio on Oroya section to Morococha 

Lima north along coast to A 

Crave north to copper mines of Cerro de Pasco 


Cerro Azul to town of Canete in Canete valley 


Tambo de Mora to town_of Chincha 
Pisco to town of Ica in Ica valley 


Mollendo through Arequipa and Juliaca to Puno 
on Lake Titicaca 


Juliaca north along Andean plateau to Cuzco.. 
Ensenada, town on Southern, to hacienda in 


Tambo valley 
Ilo up Moquegua valley to ‘town of Moquegua.. 


2 ft. 


4 ft. 8% in. 
4 ft. 8% in. 
a 2a 

ft. 


3 
3 
3 
3 
3 


ft. 
ft. 
f 


metre 
2 ®. 


metre 
metre 


4 ft. B32 | 
4 ft. 8% i 


ft. 8% in. 


ft. 8% in. 
ft. 8% in. 


2 ft. 6 in. 
62 4 ft. 8% in. 


Rice 


Rice, 
Fruit 
Sugar 
Sugar 


Sugar 
Sugar 
Sugar 


Sugar 


Cotton, 


sugar 

Cotton 

Cotton, 
grapes 


Wool, 
hides 
Minerals, 


10 


13 20 170 


(Included in Trujillo Railway) 


grapes, olives 
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allow the corporation to import construction and repair ma- 
chinery free of duty. According to this contract, the corpora- 
tion also has the right to construct and own in perpetuity a 
railway which shall extend from any point on one of the state 
lines to a point on one of the navigable rivers of the interior. 
The government is to furnish the land for this line and to 
give the corporation 6,000 hectares of land for each kilometer 
completed. ‘Tariffs are fixed by this contract. 

The Peruvian Corporation has a capitalization of $80,190,- 











Switch Back on the Cerro de Pasco 


000, of which $43,740,000 has been issued as ordinary stock 
and $36,450,000 as 4 per cent preference stock. In addition, 
debenture bonds have been issued to the amount of $26,244,- 
000. No detailed statement of the 1917-18 accounts of the 
corporation are available but according to a short item in 
the London Economist of December 7, 1918, the net revenue 
account (after provision for amortization and interest on 











“Mount Meiggs,” Under Which the Central Railroad of Peru 
Passes. The Elevation of the Peak is 17,775 ft. and 
the Elevation of Tunnel at Summit, 15,665 ft., 
the Highest Point Reached by Any Standard 
Gage Railroad in the World. 


debenture issue) amounted to $2,206,979 which amount in- 
cluded $240,672 brought forward. The directors propose 
to apply in respect of income tax and other items $351,237; 
to declare a dividend of 114 per cent on preference stock; 
and to set aside an additional 2 per cent on debentures as re- 
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quired by debenture resolution, making 6 per cent for the 
year. 

The government owns and operates on its own account 
three short lines which have been built since the 1890 agree- 
ment with the Peruvian Corporation. These lines are as 
follows: Tumbes Railway, Ilo-Moquegua, Lima-Lurin (in 
operation for most of its projected length). According to 
the state budget for 1918-19, the net receipts of the Tumbes 
for the coming year are estimated at $2,430; of the Ilo- 
Moquegua at $16,524; and of the Lima-Lurin at $17,496. 

The Lima Railways Company and the North Western 
Railway Company are English; the holdings of the former 
are operated by the Lima Light, Power & Tramways Com- 
pany. The Cerro de Pasco Railway is owned and operated 
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The Railways of Peru 


In addition to the lines shown, the governn.ent has passed a law 
authorizing the construction of a line from Paita inland to the Maranon 
river (see the Railway Age of February 14, page 418.) 


by the American mining company of the same name. The 
Chicama to Pampas Railway is owned by the Casa Grande 
Company and is the only German owned railway in Peru. 
The other railways are owned by local companies or indi- 
vidual planters. 


Fuel 


The Peruvian railways are not dependent on imported fuel 
as the Brazilian railways are and hence have not been 
affected by the curtailment of the exports of coal from Europe 
and the United States since the beginning of the war, but 
the Peruvian railways are facing a fuel famine nevertheless. 

The coal deposits at Jatunhussi, Oyon, Recuay and other 
points are sufficient to supply Peru with all the fuel she 
needs, but these fields are still inaccessible and consequently 
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undeveloped. The fuel for Peru’s industrial establishments 
and railways is supplied by a single foreign corporation, the 
International Petroleum Corporation, whose holdings are 
near Tumbes in the extreme northern corner of the country. 
As a result of the dispute between the Peruvian government 
and this corporation, no tankers are now operating between 
Talara and the central and southern ports, which are con- 
sequently without fuel. 

The railways depend almost entirely on oil from Talara 
for fuel and are equipped with gil-burning locomotives. 
The Central alone consumes nearly 3,000 tons of oil monthly 
and consequently last fall the fuel shortage became so acute 
that the Peruvian Corporation petitioned the government for 
permission to reduce its passenger service on this road and 
others using oil for fuel until such time as oil shipments from 
Talara should be resumed. This request was refused. 


Equipment 
The following table, taken from the official Peruvian sta- 
tistics, gives imports of railway equipment for the pre-war 
year 1913 and for the last three war years for which figures 
are available. Since quantities were only available for a few 
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Scene on the Central Railroad 


of the articles included, values have been used throughout. 
Figures are for calendar years, and are given in Peruvian 
pounds (official value $4.0665). 
1913 1915 
$444,826 
388,397 
50,734 


56,189 
46,787 


Articles by country of origin 


Rails and tools 
pe ee 
Belgium 
Locomotives and portable en- 
gines 
United States 
German 
Great ritain 
Freight cars for railways or 
tramways 
United States 
Belgium 
Passengcr cars 
tramway )— 
United States 
Belgium 
Great Britain 
Germany 
Hand cars 
United States 
Belgium 


1916 


$310,894 
275,611 
31,216 


111,863 
103,431 


1917 


$527,718 
448,938 525,862 


135,468 


272,865 


258,362 
140,767 
92,853 


132,906 
123,765 


211,488 
211,488 


(railway 
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The 1913 statistics demonstrate the successful introduction 
of American locomotives, cars, rails, etc., into Peru prior to 
the cutting off of the European sources of supply by the war. 

The Central has well equipped and up-to-date shops at 
Guadelupe where necessary repairing is done and also a small 
amount of new construction work. The Southern has small 
but well equipped repair shops at Arequipa. Native Indian 
laborers are successfully employed by both organizations. 


Construction Work 


Peru, like most South American countries, has many rail- 
ways “proyectados,”’ but has only the following three exten- 


sions actually under construction at the present time. 











“Infernillo” Bridge on the Central Railroad 


Chimbote Railway—kilometer 104 to Recuay. 

Central Railway—south from Huancayo toward Ayacucho. 

Southern Railway—Cuzco toward Santa Ana. 

The Recuay extension will tap an important coal deposit 
which the government is especially anxious to open up in 
view of the present fuel shortage. The Huancayo-Ayacucho 
extension will make the coal deposits at Jatunhussi accessible 
and will open up a country suitable for the raising of wheat 
and other grains. Congress has recently authorized a loan 
of $1,500,000 for the extension to the Jatunhussi coal fields. 
The Cuzco-Santa Ana line will be 168 kilometers in length 
when finished, will cost $2,500,000 (estimated), and will 
be narrow gage. The Urubamba valley, which this road 
traverses, produces coca leaves, rubber, cacao, and fruits. 
The expense of the enterprise is being partly defrayed by the 
Federal Government and partly by the government of the 
Department of Cuzco, which is devoting the proceeds of the 
internal revenue tax on coca leaves and alcohol to this under- 
taking. 

A law was passed by the Peruvian Congress early in 1918 
which provided for an annual appropriation of $2,500,000 
to be used for railway construction, but this law was vetoed 
by the President and a law providing for $1,000,000 for one 
year substituted by the Minister of Fomento. No informa- 
tion is available as to whether this amount was written into 
the budget or not. 
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The construction work is under the direct charge of the 
Director General de Obras Publicas, Ministerio de Fomento, 
Lima. 

The plans of the Peruvian Government for a compre- 
hensive railway system which shall unite the east with the 
west and the north with the south are slowly beginning to 
assume definite outline. These plans include two longi- 
tudinal railways and one or more railways connecting the 
’ western coast with the navigable rivers of the eastern frontier. 
One of these longitudinal railways is to extend along the 
coastal belt and will include the present line from Lima 
north to Huacho. The second will extend along the plateau 
section and will include the lines from Cerro de Pasco south 
to Huancayo and from Puno north to Cuzco. Three possible 
routes across the Andes have been discussed; one from a 
point on the Southern Railway to the Rio Madre de Dios, 
a second from Oroya to the Ucayali river, and a third from 
Paita or Chimbote to the Rio Maranon and down the Mara- 
non valley. The route from Paita to the Maranon is gen- 
erally conceded to be the most practicable. Commerce 
Reports for November 27, 1918, published the text of a de- 
cree authorizing this railway from Paita to the Maranon, 
with extensions south to Ferrenafe and Hualgayoc. (See also 
the Railway Age of February 14, 1919, page 418.) 

Among the extensions likely to be built in the near futurc 
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may be mentioned the following: Sayan to the Oyon coal 
fields, Chilete to Magdalena, Chuquicara toward Cajabamba. 
Government engineers have recently surveyed this last ex- 
tension which is part of the proposed longitudinal railway 
along the plateau and have estimated the cost of construction. 
Their report to the Minister of Fomento is technical and 
quite unemotional, but presents a most vivid picture of the 
difficulties attendant on the construction of a Peruvian rail- 
way. 

These engineering difficulties and the almost prohibitive 
cost of construction have been directly responsible in the past 
for the slowness with which the railways have pushed up the 
river valleys and preclude any chance of a rapid develop- 
ment in Peru such as seems likely to occur in Brazil now 
that construction materials from the United States and 
Europe will be once more available. However, the hidden 
riches of the Peruvian Andes and the unknown riches of the 
plains beyond are beckoning as they never did before; the 
Peruvian Government is on a sounder financial basis than 
ever before and anxious to weld its people, isolated in the 
various river valleys, into a united nation, and hence it 
seems probable that Peru will slowly push to realization her 
dreams of a comprehensive railway system and it seems likely 
that American engineers and supplies will play an important 
part in this future development as they have in the past. 


Mechanical Section of American Railroad Association 


Rules of Order; Program of Atlantic City Meeting and 
Personnel of the General Committee 


HE FORMATION of the American Railroad Association 
with its five sections covering operating, engineering, 
mechanical, traffic and transportation was announced 

in the January 17 issue of the Railway Age on page 194, 
and is considered in detail in another article in this issue. 

Circular S-3, No. 1a has been issued by the American 
Railroad Association giving the personnel of the general 
committee which will be in charge of the convention at 
Atlantic City next June, together with the rules of order 
and a list of the committees which will report at the con- 
vention. 

The general committee is made up as follows: 

C. E. Chambers, mechanical assistant, Allegheny Region, chairman. 

W. J. Tollerton, general mechanical superintendent, Rock Island Lines, 
vice-chairman. 

Frank McManamy, assistant director, Division of Operation, U. S. R. A. 

C. B. Young, manager, Inspection Test Section, Division of Operation, 
U..S.. B.A. 

F. F. Gaines, chairman, Board of Railway Wages and Working Condi- 
tions. 

I. S. Downing, general master car builder, C. C. C. & St. L. 

J. S. Lentz, master car builder, Lehigh Valley. 

M. K. Barnum, assistant to general superintendent, 
equipment, Baltimore & Ohio. 


J. R. Gould, superintendent motive power, Chesapeake & Ohio. 
A. Kearney, superintendent motive power, Norfolk & Western. 


maintenance of 


C. E. Fuller, superintendent motive power and machinery, Union 
Pacific. 

T. H. Goodnow, superintendent car department, Chicago & North 
Western. 


J. W. Small, mechanical assistant, Southern Region. 

C. F. Giles, superintendent machinery, Louisville & Nashville. 

J. E. O’Brien, mechanical superintendent, Missouri Pacific. 

A. P. Prendergast, mechanical superintendent, International & Great 
Northern. 

H. R. Warnock, general superintendent motive power, Chicago, Milwaukee 
& St. Paul. 

James Coleman, superintendent car department, Grand Trunk. 

W. H. Winterrowd, chief mechanical engineer, Canadian Pacific. 


Rules of Order 


The following are the rules of order which will govern 
the conduct of the section: é 





1, (a) The membership of Section 3—Mechanical—shall 
consist of three classes; representative, affiliated and life. 

(b) Representative members shall be those officials of rail- 
roads above the rank of general foreman having charge of the 
design, construction or repair of motive power or rolling stock, 
who shall be designated by the federal manager or executive 
official of the member of the association to serve in the section. 

(c) Any person having such knowledge of science or practi- 
cal experience in matters pertaining to the construction of motive 
power or rolling stock as would be of special value to the section 
may become an affiliated member on being recommended by three 
representative members. The name of such candidate shall then 
be referred to the general committee which shall report to the 
section on his fitness for such membership. He shall be elected 
by written or printed ballot at any regular meeting of the section 
held not less than six months after the candidate has been pro- 
posed and five dissenting votes shall reject. Affiliated members 
shall be entitled to all the privileges of representative members 
excepting that of voting and being elected to office in the section 
and may serve on committees on appointment by the general 
committee, in addition to the regularly elected members of such 
committee. 

Such membership shall continue until written resignation is 
received by the secretary or the membership is terminated by 
the general committee or by the members becoming engaged in 
business which, in the judgment of the general committee, would 
impair his usefulness to the section or discriminate against others 
similarly engaged. Affiliated members shall not be subject to 
dues or assessments. 

(d) Representative members who have been in good stand- 
ing twenty years, or members who have served as chairman of 
the section may become candidates for life membership on the 
recommendation of the general committee. The names of such 
members shall be referred to the section in convention for elec- 
tion by written or printed ballot at any regular meeting of the 
section and five dissenting votes shall reject. 

(e) Those persons, active or representative members, who 
have been in good standing in either the Master Car Builders’ 
Association or the American Railway Master Mechanics’ As- 
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sociation for twenty years, or members who have served as 
president of either association or as chairman of the section 
may also become candidates for life membership. Those now 
carried by the Master Car Builders’ Association as life members 
or by the American Railway Master Mechanics’ Association as 
honorary members will be continued as life members of Section 
Three—Mechanical. 

2. (a) In addition to the chairman, vice-chairman and the 
general committee of the section, a nominating committee shall 
be elected. 

(b) The general committee shall consist of sixteen elected 
members including the chairman and the vice-chairman of the 
section, and, in addition, during the period of federal control, of 
three representatives of the United States Railroad Administra- 
tion to be designated by the director of the Division of Operation. 
The elected members during federal control shall consist of 
two representatives from each region and two representing the 
Canadian railroads. 

3. The duties of all officers shall be such as shall pertain to 
their offices or as may be delegated to them by the general com- 
mittee of the section. 

4. (a) The general committee shall exercise general super- 
vision over the interests and affairs of the section, call, pre- 
pare for and conduct general conventions. 

(b) The general committee shall exercise such supervision 
over the standards, recommended practice, or rules of this sec- 
tion as may be necessary to meet any emergency that may arise 
during the year in the conduct of the affairs of the section. 

(c) It shall make a report at each convention which shall 
cover the action it has taken on such general or emergent super- 
vision and make such recommendations as it may deem neces- 
sary on questions of importance to the section. 

(d) The general committee shall select and appoint the mem- 
bers of the several standing committees and of such special 
committees as may be found necessary from time to time for 
conducting the business of the section and for investigating such 
matters as may be referred to the section or the committee may 
deem expedient to carry out the purposes of the section. It 
shall make appointments in the membership of any of the com- 
mittees that may be necessary to fill any vacancies which may 
occur. 

(e) The general committee shall receive, examine and ap- 
prove before public reading all communications, papers and re- 
ports and it shall decide what portion of the reports, papers and 
drawings shall be submitted to each convention and what portion 
shall be printed in the annual report. It shall also determine 
which, if any, of the subjects presented at the convention or by 
members shall be referred to the executive committee of the as- 
sociation. 

(f) The general committee shall offer to the convention the 
names of ten representative members not officers of the section 
as candidates for the committee on nominations. 

(g) The general committee may call special meetings of the 
section to be held not less than thirty days after the notice there- 
of has been mailed to each member of the section. 

(h) Nine members of the general committee shall constitute 
a quorum for the transaction of business. 

5. (a) It shall be the duty of the committee on nominations 
to offer to the convention the name of one representative mem- 
ber as a candidate for chairman and one for vice-chairman, and 
the names of seven representative members as candidates for 
the general committee. 

(b) When twenty or more members desire to propose the 
name of a member for any office, in addition to the names sug- 
gested by the committee on nominations, the secretary shall 
place the name or names of such persons for said office on the 
printed ballot, making a statement to the effect that such name 
or names has been proposed by a certain number of members. 

6. (a) It shall be the duty of the secretary to issue a 
circular annually, intimating the date and place when and where 
candidates may be examined for the scholarships of the 
section. 

(b) Acceptable candidates for the scholarship shall be first, 
sons of members or of deceased members of the section. 

If there is not a sufficient number of such applicants for the 
June examination, then applications will be received from other 
railroad employees or the sons of other railroad employees for 
the fall examination. The secretary shall issue a proper circular 
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in this case as before. In extending the privilege outside of the 
families of members, preference shall be given to employees or 
the sons of employees or the sons of deceased employees of the 
mechanical departments. 

(c) Candidates for these scholarships shall apply to the secre- 
tary of this section and if found eligible shall be given a cer- 
tificate to that effect for presentation to the school authorities. 
This will entitle the candidate to attend the preliminary examina- 
tion. If more than one candidate passes the preliminary examina- 
tion, the applicant passing the highest examination shall be 
entitled to the scholarship, the school authorities settling the 
question. 

(d) The successful candidate shall be required to take a 
course prescribed by the general committee. 

7. (a) The officers, excepting as otherwise herein provided, 
shall be elected at the regular meeting of the section held in June 
of each year and the election shall not be postponed except by 
unanimous consent. 

(b) The chairman and the vice-chairman of the section shall 
be elected by written or printed ballots alternately every second 
year, the candidate receiving a majority of the votes cast shall 
be declared elected and shall hold office for two years or until his 
successor shall be elected. 

(c) Members of the general committee and the committee on 
nominations shall be elected by written or printed ballots. Seven 
members of the general committee will be elected at each regular 
session to serve for two years. . Five members of the committee 
on nominations will be elected annually. 

(d) In the election of members of the general committee and 
the committee -on nominations each representative member is 
entitled to one vote. 

8. (a) At the first session of the annual meeting the report 
of the committee on nominations announcing the names of the 
nominees for officers and the general committee of the section 
shall be read. Elections shall not be held before the day after 
such announcement except by unanimous consent. Votes may 
be cast for any member eligible to serve as chairman, vice-chair- 
man, members of general committee or members of committee 
on nominations by adding the name to the printed ballot. 

(b) In all ballots for chairman, vice-chairman, members of 
general committee and committee on nominations or for affiliated 
or life members at the meetings of the section, the following 
form of voting shall be adhered to: An envelope shall be pro- 
vided on which there shall be a blank space for the name of the 
railroad, and the name of the official voting; smaller envelopes 
shall be provided on which shall be printed the words “For 
Officers,” “For Members General Committee,” “For Members 
Committee on Nominations,” “For Affiliated and Life Mem- 
bership,” and otherwise unmarked. In these envelopes the bal- 
lots shall be placed by those voting them and they shall then be 
placed within the larger envelope and presented to the general 
tellers. When a ballot is to be taken the chairman will an- 
nounce the names of all required tellers. Three general tellers 
shall have charge of receiving and recording the ballots cast. 
When all ballots have been cast these tellers will announce that 
the polls are closed. They shall then remove the smaller en- 
velopes, count and announce the vote for officers and _ shall 
deliver the envelopes marked “For General Committee” to two 
tellers, who shall count and announce to the general tellers the 
vote for general committee and those marked “For Committee 
on Nominations” to two tellers who shall count and announce 
to the general tellers the vote for the committee on nominations, 
and those marked “For Affiliated and Life Members” to two 
tellers who shall count and announce to the general tellers the 
vote for affiliated and life membership. 

(c) The general tellers shall record and announce the total 
number of votes cast, the result of the vote, and shall be the 
judges of eligibility of any ballot presented. 

(d) ‘When a ballot for officers or membership on committees 
shall be announced as having eventuated in a tie vote, or be 
otherwise undecided, upon such announcement the final result 
shall be determined by the majority of the members present. 

9. (a) Unless otherwise provided herein, a vote in the ses- 
sion of the section may be taken viva voce, by arising, or by 
written or printed ballot in any of which only representative 
members and representatives of the United States Railroad Ad- 
ministration shall participate. Letter ballots may be ordered to 
be taken in such manner and under such conditions as the section 
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may by resolution from time to time or the generai committee 
may direct. 

(b) Printed ballots for use in the election of officers, mem- 
bers of the general committee and the committee on nomina- 
tions, and for affiliated and life memberships to be of the 
form as prepared by the committee on nominations. 

10. (a) At each annual meeting, the chairman shall appoint 
a committee on subjects whose duty it shall be to report at the 
next annual meeting subjects for investigation and discussion, 
and if the subjects are approved by the section, the general com- 
mittee as hereinafter provided, shall appoint committees to report 
on them. It shall also be the duty of the committee on subjects 
to receive from members questions for discussion during the 
time set apart for that purpose. That committee shall determine 
whether such questions are suitable ones for discussion, and if 
so, it shall report them to the section. 

(b) When the committee on subjects has reported and the 
section approved of subjects for investigation, the general com- 
mittee shall appoint individuals or special committees to in- 
vestigate and report on any subject which a majority of the 
members present may approve; or individual papers may be 
presented to the section after approval by the general committee. 
Papers and reports shall be presented by abstracts, which shall 
not occupy more than ten minutes in the reading unless other- 
wise ordered by the section. 

(c) Any proposition recommending the adoption of standard 
construction or practice shall be in writing and be accompanied 
by drawings, if the latter are necessary for a clear understanding 
of the subject. Such proposition shall then be submitted to the 
section for discussion, after which a vote shall be taken to de- 
cide whether the proposition shall be submitted for decision by 
letter ballot to all the members entitled to vote. If decided in 
the affirmative, the secretary within two months from the time 
the vote of the section is taken on such measure, shall send by 
mail to each member a blank ballot, and a copy of the proposed 
recommendation, with a report, to be approved by the general 
committee of the discussion thereon; such ballot to be returned 
to the secretary, who will count all the ballots received within 
thirty days from the date they were sent to the members, and 
he shall then announce the vote in such manner as the general 
committee may prescribe. Any recommendation securing two- 
thirds of the votes cast shall be adopted by the section. 

(d) All reports, resolutions and recommendations involving 
the use, or proposed use, by railroads, of any device or process 
which forms the subject matter of any existing patent, shall 
first be submitted to the general committee, and shall be sub- 
mitted to the section only by the general committee. 

11. (a) The regular annual meeting of the section shall be 
held in June of each year. The dates of such meeting shall be 
fixed by the general committee. 

(b) The regular hours of session shall be arranged by the 
general committee and published on the program for each meet- 
ing. 

(c) The place for each annual meeting shall be fixed at least 
four months before the annual meeting by the general committee. 

(d) At any regular meeting thirty or more members entitled 
to a vote shall constitute a quorum. 

(e) The business of the meetings of the section shall, unless 
otherwise ordered by a vote, proceed in the following manner: 


Address by the chairman. 

Acting on the minutes of the last meeting. 

Report of secretary. 

Appointment of resolutions and other committees. 
Unfinished business. 

New business. 

Reports of committees. 

Reading and discussing questions propounded by members. 
Routine and miscellaneous business. 

10. Election of officers. 

11. Adjournment. 

12. The revision of the rules of interchange shall be the 
special order of business at 10:00 a. m. on the second day of 
each annual convention, unless otherwise ordered. 

13. Unless otherwise ordered, the discussion of questions 
proposed by members shall be the special order at 12:00 noon 
of each day of the annual meeting. 

14. The votes of a majority of the members present shall be 
required to decide any question, motion or resolution which 
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shall come before the section, unless otherwise ordered. Mat- 
ters upon which authoritative action is required after approval 
by the section shall be submitted to the executive committee of 
the association, through the general secretary. 

15. (a) The reports of all committees must be in the office 
of the secretary not later than April 1 in order that the same 
can be printed and advance copies issued 30 days prior to the 
opening date of the convention. 

(b) Committee reports which do not reach the secretary as 
provided for in paragraph (a) will be referred to the general 
committee to decide whether the report shall be submitted to the 
convention, 

(c) An abstract of the report of each committee will be 
read to the convention, together with whatever additional data 
may have been accumulated after the publication of the reports. 

(d) The members of committees who may individually or 
collectively submit a minority report must prepare the same so 
that it can be issued with the report of the majority to sub- 
stitute for the majority report in the event the section shall so 
decide. 

(e) Each member of a committee must approve either the 
majority or a minority report. 

16. These rules of order may be amended at any regular 
meeting by a two-thirds vote of the members present provided 
that written notice of the proposed amendment has been given 
by the general committee at least four months before. 


Reports of Committees 


Thirty-one committees will report at the convention. The 
first 20, ordinarily considered as Master Car Builders’ 
committees, will report from June 18 to June 20, and 11 
committees which would be considered strictly as committees 
of the Master Mechanics’ Association will report from the 
period of June 23 to June 25. The election of officers will 
take place on Saturday, June 21. The list of committees 
is as follows: 


June 18-20, 1919, Inclusive. 


Arbitration, J. J. Hennessey (C. M. & St. P.), chairman. 

2. Standards and Recommended Practice (M. C. B.), T. H. Goodnow 
(C. & N, W.), chairman. 

3. Train Brake and Signal Equipment, T. L. Burton (N. Y. C.), chair. 
man, 

4. Brake Shoes and Brake Beam Equipment, B. B. Milner (N. Y. C.), 
chairman. 

5. Couplers, R. L. Kleine (Pennsylvania), chairman, 

6. Loading Rules, J. J. Burch (N. & W.), chairman. bag 

7. Car Wheels, W. C. A. Henry (Pennsylvania Lines West), chair- 
man, 

8. Safety Appliances, C. E. Chambers (U. S. R. A.), chairman. 

9. Car Construction, W. F. Keisel (Pennsylvania), chairman. 

10. Specifications and Tests for Materials (M. C, B.), F. M. Waring 
(Pennsylvania), chairman, 

11. Car Trucks, J. T. Wallis (Pennsylvania), chairman. 

12. Prices for Labor and Material, P. F. Smith, Jr. 
Lines West), chairman, 

13. Train Lighting and Equipment, J. R. Sloan (Pennsylvania), chair- 
man, 

14. Nominations, F. W. Brazier (N. Y. C.), chairman. 

15. Tank Cars, A. W. Gibbs (Pennsylvania), chairman. 

16. Draft Gears, R. L. Kleine (Pennsylvania), chairman. 

17. Welding Truck Side Frames, Bolsters and Arch Bars, 
Thompson (N. Y. C.), chairman. 

18. Standard Blocking for Cradles of Car 
McMullen (Erie), chairman, 

19. Revision of Passenger Car Rules of Interchange, H. H. Harvey 
(C. B. & Q.), chairman. 

20. Depreciation for Freight Cars, M. K. Barnum (B. & O), chairman. 

June 23-25, 1919, Inclusive. 

21. Standards and Recommended Practice (A. R. M. M.), 
Dunham (C. & N. W.), chairman. 

22. Mechanical Stokers, A. Kearney (N. & W.), chairman, 

23. Fuel Economy and Smoke Prevention, William Schlafge (Erie), 
chairman. 

24. Powdered Coal, C. H. Hogan (N, Y. C.), chairman. 

25. Specifications and Tests for Materials (A. R. M. M.), F..M. Waring 
(Pennsylvania), chairman, 

26. Design and Maintenance of Locomotive Boilers, C. E. Fuller (Union 
Pacific), chairman. 

27. Locomotive Headlights, H. T. Bentley (C. & N. W.), chairman. 

28. Superheater Locomotives, W. J. Tollerton (C. R. I. & P.), chairman. 

29. Design, Maintenance and Operation of Electric Rolling Stock, C. H. 
Quereau (N. Y. C.), chairman, 

30. Train Resistance and Tonnage Rating, O. P. Reese (Pennsylvania 

Lines West), chairman. 


_ 


(Pennsylvania 


W.. -O. 


Dumping Machines, James 


W. E, 


31. Subjects, M. K. Barnum (B. & O.), chairman. 








An Analysis of the Locomotive Terminal Problem’ 


Considerations of Location and Size Affecting the Design of a 
Well Balanced and Efficient Unit 


By Gustave E. Lemmerich 
Layout Engineer, The Austin Company, Cleveland, Ohio 


ficiency and unusually severe weather conditions are 

said to have been important contributing causes for 
the traffic tie-up of last winter. Engine terminal congestion 
was due both to insufficient accommodations and to anti- 
quated facilities in the existing terminals. It is said that 
most railroads, due to circumstances beyond their control, 
were about 10 years behind their normal improvement 
schedules at the beginning of 1918. As the logical conse- 
quence, first consideration was given by the federal man- 
agement to relieving these sources of trouble. Almost every 
budget for the railroads in the congested districts contained 
a large item for engine terminals, and much work was under- 
taken. The large number of engine terminals under con- 
struction has created much interest in economical layout and 
design. As a contribution to the information on this sub- 
ject, the following data has been assembled representing 
the best practice at this time. 


F NGINE TERMINAL CONGESTION, low motive power ef- 


General Conditions 


An economical engine terminal is one so located and de- 
signed that it will function continuously under the severest 
weather conditions, and clear the maximum number of loco- 
motives in the minimum time. It is obviously necessary to 


take into account the amount of grading necessary and the 
drainage possibilities. The proximity to an unfailing and 
adequate source of good water is also a point to investigate. 

In large cities, and sometimes small ones, it is also im- 
portant to determine the relation of site cost to ultimate 
operating economy. An investigation may show that a 
saving can be made by moving the terminal to less ex- 
pensive outlying property. 


The Layout 


In the track layout, an easy and flexible entrance to the 
terminal should be provided. The track facilities will be 
governed somewhat by the time necessary at the ash and in- 
spection pits, each requiring an average of about 20 min. 
A factor which also may effect the layout is the location of 
the roundhouse, so that the doors will not face the prevailing 
winds. Still another is the grade at the entrance to the 
terminal. While this should be an easy one, it is important 
that the yard grade be approximately level from the in- 
spection pits to the roundhouse. The engine terminal should 
also be properly equipped with machine tools, power, etc., 
to expedite the handling of engines in the preparation for 
their next run. 

Assume a terminal for about 100 engines a day in the 

































































Plan copyrighted by the Austin Company, Cleveland, Ohio 


Typical Engine Terminal Layout 


make thorough preliminary investigations before a layout 
can be adopted. For the sake of this discussion a hypothet- 
ical case will be used and it will be assumed that the pro- 
posed site for the new engine terminal is at an existing divis- 
ion point. 

With the matter of location decided, the present and future 
importance of the terminal should be thoroughly investigated. 
If it is located on a main trunk line, is there a possibility 
that it might be selected as a principal passenger or freight 
route? What is the amount and character of traffic? Is 
there a predominance of passenger trains or of through 
freight or local freight transferred to other roads? All of 
these questions have a bearing on both the location and the 
size of the terminal adopted. Exact size is expressed in the 
number of engines tributary to the terminal, that is, the 
average number of engines handled per day and the antic- 
ipated increase in that number over a period of years. 

The site selected should be as near as possible to the points 
where the engines are released or required, and to which they 
may have access by the most direct routes. A second con- 
sideration is that of the topography of the site. This will 


The second will appear 





*This is the first of two articles on this subject. 
in the next issue. 


eastern or central district. After the engines have entered 
the terminal, they are inspected, ashed, turned, and run into 
the house. 

In general, the outgoing engines take coal, sand and water, 
but quite often incoming engines do the same. As soon 
as the locomotives have received the necessary attention, 
they should be sent to the storage yard ready for service 
under orders of the engine despatcher. 

Double track leads to this terminal are desirable if traffic 
conditions warrant the expense, but occasionally existing con- 
ditions will not permit such an installation. Where these 
cannot be had, the storage yards for outbound locomotives 
should be as close to the terminal entrance as possible. The 
least that should be provided at any important terminal is a 
double track leading over the inspection and ash pits, past 
the coaling station and to the turntable. Double tracks 
should also be provided for outbound locomotives and they 
should lead direct from the turntable. As shown in the 
layout, one of these may lead direct to the locomotive storage 
yard, while another may also lead to the yard by way of the 
coaling station. Separate tracks should be provided wherever 
possible, for sand storage, the removal of ashes and for 
handling loaded cars to the coaling station. In providing 
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all of these track facilities, it should be borne in mind that 
every switch is a source of expense during the winter. 


Inspection Pits 


At present most of the locomotive inspection pits are lo- 
cated near the entrance to the terminal. This location may 
be changed, however, in cases where washing pits are also 
provided. Facilities of this nature have been installed by 
the Lackawanna and the Erie, where engines are cleaned 
with a spray of water and oil, applied by air, after they have 
dropped the ashes and cleaned the fires. This washing is 
done to afford better inspection, hence, the ash pit should be 
located in advance of the washing pit, and it, in turn, pre- 
cedes the inspection pit if they are all arranged in their proper 
sequence. 

While there is no doubt that the washing and cleaning of 
a locomotive before it is inspected facilitates that work, it 
means that the ash pit, particularly in the colder climates, 
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The logical place for the service building is near the in- 
spection pits. Such a building should contain rooms for the 
inspectors, the engine despatcher, and engineers, lockers, 
toilets, and space for tools for the engine crews. If this 
building be located at some other point, say near the machine 
shop or roundhouse, a smaller building should be provided 
for the inspectors beside the pits. A pneumatic tube, con- 
necting this service building with the roundhouse foreman’s 
office is a facility for handling reports which is well worth 
the cost of installation. 


The Ashpit 


Inasmuch as the average time required to drop ashes and 
clean fires is about 20 min., the ashpit is a dominating in- 
fluence in arriving at an efficient layout. In climates with long 
cold winters, the ashpit should be located as close as possible 
to the turntable. Approximately 500 ft. seems to be about 
right, being gaged by the distance a locomotive safely can 
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Plain copyrighted by the Austin Company, Cleveland, Ohio 


Suggested Layout for a Large 


may be located too far from the house. It is possible, how- 


ever, that a thorough study of the arrangement of these. 


several facilities may result in providing them all, without 
this disadvantage. On the other hand, it is possible to do 
the inspecting in the roundhouse. This has many drawbacks, 
however, besides that of adding greatly to the fixed charges 
for inspection, owing to the higher cost of the roundhouse 
as compared with the inspection pit. 

In the latest designs of terminals, the lengths of inspec- 
tion pits have been increased to 90 and 100 ft. As a rule 
they are placed in the open, but at all the terminals being 
constructed by the Pennsylvania Lines in the past year, 
fully enclosed shelters of reinforced concrete have been pro- 
vided. No attempt will be made to heat these buildings, 
as they are only intended to shelter the inspectors from the 
weather. 





Terminal with Two Turntables 


run without a fire on the grates. Cold air has a detrimental 
action on the flues. 

In this case the ashpit is assumed to be of the water type, 
serving two tracks, and should be about 180 ft. long, which 
is sufficient to serve three engines, except Mallets, per track. 
It may be operated either by a large locomotive crane, or by 
a gantry crane. Local conditions, however, may make it 
advisable to install a small additional ashpit for yard en- 
gines. 

The floor should be reinforced and quite often rails are 
laid with their heads projecting about two inches to pro- 
tect the concrete from the bucket. The girders carrying the 
rails and the cast iron pedestals, if they are used, should be 
of liberal dimensions to allow for considerable loss of section 
from the acid action of wet cinders. 

The tanks are filled with water and provided with drainage 
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facilities. Water supply pipes, fitted with sufficient plugs 
for the hose, should be installed along the sides of the 
ashpits. The large tanks should have barriers at the ends, 
removable series grates between tracks, and danger signals 
or lights to prevent accidents. The pits should be arranged 
in pairs and sloped at about 50 deg. beneath the ashing 
tracks toward a large tank between the tracks. The bottom 
of the tank should be at least 18 in. below the tops of this 
slope, and it should have sufficient width to allow for turn- 
ing a large clam-shell bucket. 

Other types of cinder handling equipment may be applied 
to terminals of the size in question, including those in which 
the cinders are handled in hopper pits or in buckets placed 
in the pits and from which they are hoisted by various means. 
For unimportant and smaller terminals the depressed track 
type of ash pit has been found quite satisfactory. While the 
method is simple, and no mechanical equipment is required, 
a pit of this type has its limitations. In some cases the de- 
pressed type of pit is installed for one track, and in others for 
two. In either case, all the work has to be done by manual 
labor, and the cinder storage space is limited. When labor 
was plentiful and cheap this type of pit was not so ob- 
jectionable. Aside from these disadvantages, the depressed 
track occupies space which might be utilized to better ad- 
vantage. In order to increase the storage space, it is neces- 
sary to lengthen the pit, which is not always economical, 
because it may seriously delay engine movements to the 
house. 

The Coaling Station 


The coaling station should be of the transverse type, and 
have a pocket capacity for at least one day’s supply. A 
station serving several tracks is preferable to the longitudinal 
type because it facilitates engine movement to and from the 
pockets. The loaded coal car tracks should have a down 
grade toward the track hopper to permit easy feeding of the 
cars. Lately a good many coaling stations have been built 
of concrete with bucket type conveyors, the coal being lifted 
or elevated to the top of the pockets. Under certain ground 
conditions, a belt conveyor has also been found to be very 
satisfactory and economical. For any type a demand has 
developed recently for a coal weighing or measuring device. 

At very busy terminals, a second track hopper may be 
desirable to obtain continuity of service and greater capacity. 
A shelter over the track hopper is also advisable, as it per- 
mits the unloading to be done in all kinds of weather. More- 
over if there is an increased demand (which appears certain), 
for the new 100-ton coal cars, the lengths of the coal track 
hoppers should be lengthened accordingly in all future coal- 
ing stations. 

Many railroads are providing for coal storage, close to the 
coaling station, at all important terminals. At least a month’s 
supply should prove of great value in most cases. Where a 
storage of about 20,000 tons is provided, a large locomotive 
crane is an economical appliance for loading and unloading 
purposes. This crane is also useful at even moderately im- 
portant terminals. Inasmuch as a crane of this type can 
switch and unload about 75 tons of coal per hour from cars, 
it can do this work when it' is not otherwise employed. Such 
equipment can also be used for handling ashes. 

In the case of all coal storage, the fixed charges per ton 
of coal stored, resulting from the cost of the plant, should be 
fully considered. Coal stored in the open loses heat value, 
and it may have to be fired differently from the regular run 
of coal. 

Other Facilities 


As a general rule the sanding facilities are installed in 
conjunction with the coaling station. This permits both 
coal and sand to be taken with one spotting of the locomotive. 
The amount of storage depends entirely on local conditions. 
Where the sand required for the winter months is taken out 
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by steam shovel in the fall, the storage, of course, has to 
accommodate the entire winter supply. 

The sand house should be large enough for the easy 
handling of the wet sand to the top of the stove. The dry 
sand is usually delivered from the stove to a large tank or 
pit, from which it is forced by air pressure to smaller tanks 
located above the track in the coaling station, or to tanks 
placed on a bridge over the tracks. From these tanks the dry 
sand is spouted by gravity to the engines. 

The oil house should be of a fireproof construction, and a 
reinforced concrete frame with brick walls is preferred. If 
a Bowser-type oil system is used the design should be based 
accordingly. The importance of the terminal fixes the oil 
tank capacity, and correspondingly the size of the building. 
The outside platform beside the oil delivery track should be 
of liberal dimensions, and the basement for the storing of 
tanks should extend under the platform. This arrangement 
gives an economical design and provides a liberal storage 
capacity. ° 

The location and number of the water columns will de- 
pend on the importance of the terminal and local conditions 
in the terminal and yard. Water supply for yard engines 
should be especially considered. The storage tanks should 
be of very liberal proportions, and for the layout under con- 
sideration, the water columns should be 10 in. or 12 in., 
depending on the distance away from the supply tanks. The 
size of the tanks depends entirely on local requirements, 
particular attention being given to prevent failure of the 
supply through breakdown. The location and size of the 
water storage tanks is not shown on the layout, because they 
depend on local conditions. 


The Turntable . 


The lengths of turntables on some roads in the eastern 
district have now been increased to 110 ft., while the maxi- 
mum at practically all other new terminals is 100 ft. At new 
important terminals, where over six Mallets are handled per 
day, it would be more economical and save time and delays 
for this class of engines to install a 125-ft. table instead of 
one of 100 ft. usually employed. At terminals with a pre- 
ponderance of passenger engines and where a house of about 
40 stalls is required, it would be advisable to study the ques- 
tion of two tables. As a matter of fact, new layouts for all 
important terminals, requiring more than 40 stalls, should 
take the question of two turntables under consideration. 

A 100-ft. turntable will accommodate a car and a switching 
engine. This feature will absorb the extra cost over a 90-ft. 
table for a new engine terminal, where the building of the 
table precedes that of the roundhouse. A 125-ft. turntable 
will make possible a roundhouse based on 72 stalls in the 
full circle, without the use of frogs. It will also greatly ex- 
tend the balancing sphere for a larger number of locomotives 
of various types. 


Twin Turntable Installation 


In the accompanying layout, with twin roundhouse 
facilities, there are two 125-ft. turntables installed in con- 
nection with two 120-ft. roundhouse sections. One of the 
roundhouses contains a 125-ft. Mallet section. A layout of 
this kind is practical and economical where the terminal 
handles 150 to 350 engines per day. The need for two tables 
with 150 engines depends entirely on prevailing traffic con- 
ditions.. The tendency toward consolidation of terminals 
should greatly increase the demand for terminals of this 
kind. The arrangement of the two 125-ft. turntables makes 
a very flexible and efficient layout possible. By utilizing the 
extension of the center or cinder track, a clearing track is 
created in case both tables should be out of commission at 
the same time. 

The plan shows one roundhouse of twenty and one of 
twenty-five stalls, and they will accommodate between 200 
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to 250 engines per day. The cost of these 125-ft. turntables, 
and two houses of twenty and twenty-five stalls, is about 
the same as a combination of 100-ft. tables with the same 
number .of stalls. The extra cost of the 125-ft. turntables 
is about equal to the saving in construction of the two houses, 
resulting from the reduction in floor area and the length of 
the rear walls. In addition there is the greater advantage 
of the turntable in better balancing and accommodating the 
largest locomotives. ‘The greater distance between the table 
and the house also has many advantages; one of these is that 
in case of fire every other track will clear an engine. 

Wheel removals will be made in the machine shop, by 
means of a crane of 75 tons to 200 tons capacity, instead 
of raising the locomotives with jacks. The drop pits in- 
stalled in the roundhouse are only intended for emergency 
purposes. For the Mallets, one pit could be provided with 
an electric hoist. 

A 10-ton crane section is provided in each house and the 
proportions of the shop are such that these house crane 
runways may extend into the shop proper. The shop plan 
shows six pits, but this number could be increased to eight 
and the machine shop extended as indicated. The black- 
smith shop is connected to the machine shop by an enclosed 
passageway which also contains rooms for lockers and toilets. 

The power house is of liberal proportions, and space is 
provided in the boiler room for a fire pump. There is also 
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indicated a tentative location for an auxiliary water tank of 
150,000 gal. capacity. This is intended as a reservoir for 
all water service, boiler washing, etc. 

A liberal estimate at present prices for this engine terminal 
complete and fully equipped is approximately $1,400,000. 
This would result in fixed charges at 10 per cent, of $140,000 
a year, and in a fixed charge for 250 engines of $1.55 per 


engine per day. 


The details of this estimate are as follows: 


Gondiey G06 Gramie@e o6oiceic cicicercosecuns $40,000 
ENE eiiixiedi-e avait c0n recanehudeutaiaadene 90,000 
Four inspection pits including covered shed.... 20,000 
IRI CEE 0.5.05 500eebcaeedeeesasueeen 7,000 
Coaling station, sand house, etc............... 105,000 
Four water type ashpits—gantry crane........ 50,000 
Two 125-ft. turntables in place............... 50,000 
Oil house and equipmént .................08. 12,000 
Two roundhouses, 25 and 20 stalls, and 2 
PE EE 5c. ss secha gueeknn eoeeweiecenowe 405,000 
a rere sree 0,000 
Machine shop and blacksmith shop........... 105,000 
SUSUEEN RINNE o < Sos WEN Hers ORS ORE as ee 80,000 
75-ton crane, electric hoist .........seeseeeee. 45,000 
PE I 5.5. 0.0.4.0: 4:0 awh eed aeleen eh 40,000 
Power house equipment .................0000- 170,000 
ETC rr ee 50,000 
ee 30, 
TONE so .6cas ans dea ees wee eae $1,400,000 


Developments in American Railroad Association 


Committees Appointed, Tentative Rules of Order Adopted 
and Meetings Held or in Prospect 


reorganization of the American Railway Association 

has been progressing rapidly in order to comply fully 
with Circular 70 of the director general to provide a respon- 
sible channel through which he might obtain recommenda- 
tions for the advancement of railroad practice. ‘The new 
organization consists of five sections, viz., Operating; Engi- 
neering; Mechanical; Traffic and Transportation (the ar- 
ticles of organization, the reorganization chart and by-laws 
appeared in the January 17 issue of the Railway Age, page 
194.) In the development of the organization it has been 
necessary to hold meetings of representatives of each of the 
various sections to arrange for the proper amalgamation of 
the different societies with the association; to draw up tenta- 
tive rules of order and to transact any other necessary 
business. : Three sections of the association have now been 
organized, these being the Engineering, Mechanical and 
Transportation sections. The Operating and Traffic sections 
have not been organized as yet, although steps have been 
taken in this direction. 

The tentative rules of order adopted for those sections al- 
ready organized cover the membership requirements for each 
section and the number of members which shall make up the 
general committee and outline the duties of the general com- 
mittee and the chairmen of the sections. The general 
committee selects and appoints the members of standing com- 
mittees and special committees for conducting the business 
of the sections and for investigating such matters as may be 
referred to them. The methods to be employed in the election 
of officers are outlined and the manner in which the order of 
business shall be handled at the annual sessions is covered. 

The tentative rules of order for the various sections will 
remain in force until the first meeting of each section takes 
place. At this meeting the members present will either ratify 
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these rules or make such changes as may appear to be 
desirable. 


Committee Appointments 


Temporary general committees have been appointed by 
the executive committee of the association for each of the five 
sections. The temporary general committees will handle such 
business as comes before them until the first meeting of the 
sections take place at which time permanent general com- 
mittees will be selected. The temporary general committees 
appointed for each of the sections are as follows; 


Section I—OperaTine 


W. J. Fripp, general manager, New York Central (chairman). 

J. H. Young, senior assistant director, Division of Operation, United 
States Railroad Administration. 

A, F. Duffy, manager, Safety Section, United States Railroad Adminis- 
tration. 

C. G. Burnham, federal manager, Chicago, Burlington & Quincy. 

A. D. MacTier, vice-president, Eastern Lines, Canadian Pacific. 

R. E, McCarty, general manager, Pennsylvania, Lines West of Pittsburgh. 

C. L. Bardo, general manager, New York, New Haven & Hartford. 

M. H. Clapp, manager, Telegraph Section, United States Railroad Ad- 
ministration. 

J. F. Caskey, superintendent of telegraph, Lehigh Valley. 

G. G. Yeomans, member, Advisory Committee, Purchasing Section, Di- 
vision of Finance and Purchases, United States Railroad Administration. 

E. J. Roth, manager, Stores Section, Division of Finance and Purchases, 
United States Railroad Administration. 

Section ITI—ENGINEERING 

Earl Stimson, general superintendent maintenance of way and structures, 
Baltimore & Ohio (chairman). 

C. A. Morse, assistant director, Engineering and Maintenance Depart- 
ment, Division of Operation, United States Railroad Administration. 

H. R. Safford, engineering assistant, Central Western Region, United 
States Railroad Administration. 

C. F. W. Felt, chief engineer system, Atchison, Topeka & Santa Fe. 

R. S. Parsons, chief engineer, Erie. 

J. A. Atwood, chief engineer, Pittsburgh & Lake Erie. 

George Gibbs, chief engineer of electric traction, Long Island. 

E. B. Katte, chief engineer of electric traction, New York Central. 

R. E. Trout, signal engineer, St. Louis-San Francisco, 


W. H. Elliott, signal engineer, New York Central. 
F. P. Patenall, signal engineer, Baltimore & Ohio. 
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Section II[—MeEcnHAnIcAL 


C. E. Chambers, mechanical assistant to regional director, Allegheny 
Region, United States Railroad Administration (chairman). 

Frank McManamy, assistant director, Mechanical Department, Division of 
Operation, United States Railroad Administration. 

C. B. Young, manager, Inspection and Test Section, Division of Opera- 
tion, United States Railroad Administration. 

F, F, Gaines, chairman, Board of Railroad Wages and Working Condi- 
tions, United States Railroad Administration. 

T. H. Goodnow, superintendent car department, Chicago & North Western. 

H. R. Warnock, general superintendent motive power, Chicago, Mil- 
waukee & St. Paul. 

J. E. O’Brien, mechanical superintendent, Missouri Pacific. 

A. P. Prendergast, mechanical superintendent, Texas & Pacific. 

J. W. Small, mechanical assistant, Regional Director, Southern Region, 
United States Railroad Administration. 

C. F. Giles, superintendent of machinery, Louisville & Nashville. 

W. J. Tollerton, general mechanical superintendent, Chicago, Rock Island 
& Pacific. 

C. E. Fuller, superintendent motive power and machinery, Union Pacific. 

I. S. Downing, general master car builder, Cleveland, Cincinnati, Chicago 
& St. Louis. 

J. S. Lentz, master car builder, Lehigh Valley. 

J. R. Gouid, superintendent motive power, Chesapeake & Ohio. 

A. Kearney, superintendent motive power, Norfolk & Western. 

M. K. Barnum, assistant to general superintendent maintenance of equip- 
ment, Baltimore & Ohio. 

James Coleman, superintendent car department, Grand Trunk. 

W. H. Winterrowd, chief mechanical engineer, Canadian Pacific. 


Section I1V—TraFrFic 


R. C. Wright, assistant director, Division of Traffic, United States Rail- 
road Administration (chairman). 

Traffic assistants of the seven regional directors of the United States 
Railroad Administration 

J. H. Howard, manage1, Claims and Property Protection Section, Division 
of Law, United States Railroad Administration. 

H. C, Pribble, general claim agent, Atchison, Topeka & Santa Fe. 

H. C, Howe, freight claim agent, Chicago & North Western. 


Section V—TRANSPORTATION 


George Hodges, chairman. 

C. M. Sheaffer, general 
Railroad. 

H. G. Kelley, president, Grand Trunk. 

E, J. Fearson, federal manager, New York, New Haven & Hartford. 

E. H. Coapman, federal manager, Southern. 

J. J. Bernet, federal manager, New York, Chicago & St. Louis. 

G. E, Evans, staff officer, Operation, Louisville & Nashville. 

W. L. Park, federal manager, Chicago Great Western. 

G. E. Simpson, general supervisor transportation, Chicago, Milwaukee & 
St. Paul. 

W. C. Kendall, manager, Car Service Section, Division of Operation, 
United States Railroad Administration. 

J. W. Roberts, superintendent freight transportation, Pennsylvania, Lines 
West of Pittsburgh. 

J. W. Nowers, car accountant, Atchison, Topeka & Santa Fe. 

J. A. Wagner, general manager, Des Moines Union. 


superintendent transportation, Pennsylvania 


These Committees will organize their respective sections 
and serve as provided in the rules of order until their suc- 
cessors are elected. 

E. H. Fritch, secretary of the American Railway Engi- 
neering Association, has been appointed secretary of the 
Engineering section. V. R. Hawthorne, secretary of the 
Master Mechanics Association and the Master Car Builders 
Association, has been appointed secretary of the Mechanical 
section. H.-S. Balliet, formerly secretary-treasurer of the 
Railway Signal Association, has been selected as secretary 
of the Signal division of the Engineering section, and J. E. 
Fairbanks, general secretary of the Association, is acting for 
the present as secretary of the Transportation section. 


Meetings Held and Contemplated 


A meeting of the Committee of Direction of the Signal 
division of the Engineering section will be held in Chicago on 
March 16. The stated meeting of the Signal division of the 
Engineering section will be held at the Auditorium Hotel in 
Chicago on March 17. The Transportation section will hold 
its first meeting in Chicago on March 25. At this time 
various committee reports will be submitted for consideration. 
The Telegraph and Telephone division of the Operating sec- 
tion will hold a meeting in Chicago on June 11, 12 and 13 
while the annual meeting of the Mechanical section will be 
held at Atlantic City, N. J., on June 18 to 25 inclusive. 

At a meeting of the board of direction of the Railway 
Signal Association held in Chicago on February 24 and 25, 
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a statement was prepared for the members outlining briefly 
the steps leading up to the amalgamation of the R. S. A. 
with the American Railroad Association; the Railway Signal 
Association, in compliance with Order 70 issued by the 
director general of railroads, will be known as the Signal 
division of the American Railroad Association effective at 
midnight February 28. The necessary details in connection 
with the transfer of the activities, funds and securities of the 
Railway Signal Association were consummated by the Board 
of Direction and the interests of the association will be 
properly safeguarded. The statement further says that the 
work will be handled as in the past and that the status of 
the association has in no way been modified while the scope 
of its activities will be greatly enlarged. All memberships in 
the Railway Signal Association are transferred to the Signal 
division of the American Railroad Association. 

Various committees of the Transportation section held 
meetings in Chicago during the week of March 3 to 8. On 
March 3 the Committee on Handling Railroad Business Mail 
discussed problems pertaining to this branch of the service; 
on March 4, the Committee on Methods was in session; on 
March 5, the Committee on Demurrage and Storage consid- 
ered subjects pertaining to this field while on March 6, the 
Committee on Car Service held a meeting. The reports 
drawn up by these committees are to be submitted to 
the Transportation section at its meeting in Chicago on 
March 25. 


Annual Meeting of the Bureau of Explosives 


The annual meeting of the Bureau of Explosives of the 
American Railroad Association was held in Chicago on Tues- 
day, March 4, and Colonel B. W. Dunn, chief inspector for 
the bureau, submitted a report which was discussed at this 
time. This meeting is the first held by the Bureau of Explo- 
sives since 1917. The executive committee consists of nine 
members and ordinarily three members are elected at the 
annual meeting each year but owing to the failure to hold a 
meeting in 1918, six members were elected this year. Those 
elected to the committee were: J. W. Meredith, general super- 
intendent, Central Railroad of New Jersey; W. B. Storey, 
federal manager, Atchison, Topeka & Santa Fe; A. Robert- 
son, federal manager, Missouri Pacific; N. D. Maher, reg- 
gional director, Pocahontas region; W. J. Fripp, general 
manager, New York Central Lines East, and. F. N. Pease, 
chief chemist, Pennsylvania Railroad. Those members hold- 
ing over were: J. E. Gorman, federal manager, Chicago, 
Rock Island & Pacific; A. D. MacTier, vice-president, East- 
ern Lines, Canadian Pacific; C. H. Ewing, federal manager, 
Philadelphia & Reading. 

Following the annual meeting N. D. Maher, regional 
director of the Pocahontas region, was re-elected president; 
W. J. Fripp, general manager, New York Central Lines East, 
was re-elected vice-president; J. E. Fairbanks, general secre- 
tary, American Railroad Association, was re-elected secre- 
tary-treasurer and Colonel B. W. Dunn was re-elected chief 
inspector for the bureau. 

Information concerning the Mechanical Section will he 
found in this issue on page 535. 


The Automatic Straight Air Brake is the subject of an ex- 
haustive report by the Bureau of Safety of the Interstate 
Commerce Commission, covering its investigation of the 
brake in the early part of 1918, which was submitted to Con- 
gress by the Commission on March 4; but the record indi- 
cates that the report was not officially received by Congress, 
as its introduction was prevented by the filibuster during the 
final session. The investigation was made at the request of 
Congress, and the report makes a volume of some 2,000 pages. 
This brake was described in the Railway Age of July 26,. 
1918. 











A Stretch of Tangent Showing Farm Land Along the Chickaloon Branch 


Interior regarding the progress on the construction of 

the Alaskan Railroad, was filed in the Congressional 
Record on February 26 by Representative Kettner of Cali- 
fornia, in connection with the debate on an appropriation of 
$4,002,380 to continue the work on the road. This appro- 
priation was included in the sundry civil bill which was 
. passed by the House but was among the bills the Senate 
failed to pass before adjournment and the lack of appropria- 
tion will delay the work. 

The Alaskan Railroad, which is under construction from 
Seward to Fairbanks, is about two-thirds done. It has been 
built without graft; every dollar has gone into actual work 
or material. It has been built without giving profits to any 
large contractors, for it has been constructed entirely by small 
contracts or by day’s labor. It has been built without touch 
of politics; every man on the road has been chosen exclusively 
for ability and experience. It has been well and solidly built 
as a permanent road, not an exploiting road. It has been 
built for as little money as private parties could have built 
it, as all competent independent engineers who have seen the 
road advise. 

In the summer of 1918 I sent Edwin F. Wendt, of the 
Interstate Commerce Commission, in charge of valuation of 
the railroads of the United States from Pittsburgh to Boston, 
to make an investigation into the manner in which the 
Alaskan Railroad was constructed and its cost. He reported 
to me as follows: 

“In concluding, it is not amiss to again state that after the 
full study which was given to the property during our trip 
we are satisfied that the project is being executed rapidly and 
efficiently by men of experience and ability. It is believed 
that it is being handled as cheaply as private contractors 
could handle it under the circumstances.” 

The road has not been built as soon as expected because 
each year we have exhausted our appropriation before the 
work contemplated had been done. We could not say in 
October of one year what the cost of anything a year or more 
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T* FOLLOWING MEMORANDUM by the Secretary of the 











The Progress of the Alaskan Railroad 


Detailed Explanation Regarding the Cost of Construction 
and Present Condition of the Work 


By Secretary of the Interior Franklin K. Lane 


later would be, and we ran out of money earlier than an- 
ticipated. It has not been built as cheaply as expected be- 
cause it has been built on a rising market for everything 
that went into its construction from labor, lumber, food 
supplies, machinery, and steel to rail and ocean transporta- 
tion. I believe, however, it can safely be said that no other 
piece of government construction or private construction 
carried out during the war will show a less percentage of 
increase over a cost that was estimated more than four years 
ago. 

The men have been well housed and well fed. Their 
wages have been good and promptly paid; there has been but 
one strike and that was four years ago and was settled by 
Department of Labor experts fixing the scale of wages. The 
men have had the benefit of a system of compensation for 
damages like that in the Reclamation Service and Panama 
Canal. They have had excellent hospital service, and our 
camps and towns have been free of typhoid fever and malaria. 
That the men like the work is testified by the fact that hun- 
dreds who “‘came out” the past two years attracted by the high 
wages of war industries, are now anxious to return to Alaska, 
and for them and in the interest of the Territory, I think 
we should have a large enough appropriation to speedily com- 
plete the road. 

There has been but one set-back in construction and that 
was the washing out of 12 miles of track along the Nenana 
river. This is a glacial stream which, when the snows melt, 
comes down at times with tirresistible force. In this instance 
it abandoned its long accustomed way and cut into a new 
bed and through trees that had been standing for several 
generations, tearing out part of the track which had been 
laid. But this damage has been repaired and the road re- 
laid in what is thought to be a safer place. Such accidents 
may be expected on any road laid through the western moun- 
tains. There is not a single railroad from the Copper River 
road in Alaska to the Southern Pacific in Arizona which has 
not been closed for weeks, and sometimes months at a time, 
because of such washouts. Nor is there a western railroad 
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which has not been compelled to relocate scores and scores of 
miles of track. 


Alaskan Engineering Commission 


The credit for the work done is to be given to the men 
and to the Alaskan Engineering Commission who have had 
charge of construction. ‘This commission consisted of Mr. 
Edes, Lieut. Mears, United States Army, and Mr. Riggs. 
The work of locating and constructing the road has been left 
in their hands entirely. The only instruction which they 
received from me was that they should build the road as if 
they were working for a private concern, selecting the best 
men for the work irrespective of politics or pressure of any 
kind. I have not asked them to appoint one man. As a 
result we have a force that has been gathered from the con- 
struction camps of the Western railroads, made up of men of 
experience and proved capacity. That they have done their 
work efficiently, honestly, and at reasonable cost is my belief. 


Road Constructed 


The road as projected is to run from Seward to Fairbanks, 
a distance of 471 miles. In addition there is a line to the 
Matanuska coal fields (completed) of 38 miles. The south- 
ern end of the road is the old Alaska Northern, running for 
71 miles north of Seward, which was bought. The northern 
end of the road is a part of the old Tanana Valley Road (7 
miles), leading directly into Fairbanks, which was also 
bought. (This was part of a line 4414 miles long running 
out of Fairbanks, but 37 miles of this road is not counted in 
any mileage figures here given.) 

Between the 71 miles of the Alaska Northern on the south 
and the 7 miles of Tanana Valley road on the north there was 











A Natural Water Tank Used to Water Locomotives 


a stretch of 393 miles to be built through a waste. Of this 
there has been built 206 miles of main-line track, leaving 
187 miles of this direct road from Seward to Fairbanks to 
be yet constructed. But of this stretch 48 miles have been 
cleared and graded, ready for track, and 30 miles have been 
cleared. In addition, the Matanuska line running into the 
Matanuska coal field, 38 miles, has been completed. 

So that out of the total of road projected of 509 miles, there 
has been fully constructed all but 187 miles. And of this 
78 miles of right of way have been either cleared and graded 
or cleared. There has also been constructed 30 miles of 
yard tracks, switches, sidings, etc., not included in the main- 
line mileage given above. 

The total of track built amounts to 274 miles, this is made 
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up of 244 miles of main-line track and 30 miles of siding. 
A full statement of the road constructed and purchased is 
as follows: 


Mitles GF TOR COMGETOCIEE...o6 oooh cc ctsrviessocncesecaees 244.0 
ee a ee ee eer eer ete 0 
Alaska Northern, purchased 
Tanana Valley, purchased 


Total 


Cost Per Mile 


It is not possible during the construction of a railroad to 
tell what it costs per mile, because all the foundation work, 
the construction of bases from which to work, the equipment 
for construction, and much of the material is a charge which 
must be spread over the entire completed line. If the cost 
per mile is figured when but a few miles of road have been 














Approaching Tunnel on the Seward Division 


built, it might be said to cost a million dollars a mile. This 
road four years ago could be said to have cost ten times as 
much per mile as it could be said to cost to-day. So that as 
to an uncompleted road the best estimate of cost is one that 
is approximate. 

The best estimate that can be made to-day as to the newly 
constructed road is that it has cost between $70,000 and 
$80,000 per main-line mile, or between $60,000 and $70,000 
per mile of track. 

This cost per mile includes the building of the most diffi- 
cult and expensive stretch of line along the entire route from 
Seward to Fairbanks—that running along Turnagain Arm, 
which is sheer rock rising precipitously from the sea for 
nearly 30 miles. There are miles of this road which have 
cost $200,000 per mile. Even to blast a mule trail in one 
portion of this route cost $25,000 a mile. 

This cost per mile is increased by reason of the fact that 
it includes the expense of 48 miles of clearing and grading 
new right of way and of 30 miles of additional clearing and 
30 miles of yard tracks, sidings, and switches. 

The basis for the estimated cost of the main-line mileage 
above given is a table prepared by Mr. Wendt, of the Inter- 
state Commerce Commission, as an expression of the correct 
deductions from total expenditures that should be made in 
arriving at cost exclusive of equipment and terminals which 
are necessary to the road as a going concern and whose cost 
should be spread over the whole road when completed. 

The new construction exclusive of sidings, as we have seen, 
is 244 miles. The total which has been appropriated for the 
road is $31,086,684. Of this amount there was a balance 
on hand December 31, 1918, of $1,214,407, thus making the 
amount expended $29,876,277. 


But all of this has not gone into new construction. Much 




















March 7, 1919 


of it has gone into the purchase of the old roads referred to 
(Alaska Northern and Tanana Valley) and their partial re- 
habilitation, to the construction of two permanent towns 
(Anchorage and Nenana) as termini, for rolling stock, 
material, and supplies on hand, etc. 

The full table of deductions made by Mr. Wendt is as 
follows: 


Purchase Alaska ponent P-naugingt Esitahas oi brik a ona lait es dofia acite hacer $1,157,839 
ee CN. SII, ONC iia aay aiclalenp 6 ie u bal dew ine O Ee Se ae wa ks 2,403,564 
Purchase Tanana Valley Railroad Sp Spee et Pei oe he Sea 300,000 
ee I OO ook 5a AS UG Aid ord we wba aie Micth'e/a'o.6 awe o’o-elee' 46,407 
Material and supplies on hand and in transit...........4....+.. 2,889,249 
Operation SE TMOG: CXGNEE? oso 5e:5.0'5 co ed vbee secs decease 628,627 
Town site expenditures (reimbursable in part)................. 304,731 
Rolling stock for use in operation, consisting of locomotives, 

SEUSS CARE DORREROES COUR, BIG. 5 6 5. oe. ce ccwce das oe cua ss so 570,741 


Construction equipment, consisting of steam shovels, ditchers, 


nn, SRE, UNE 4 aio. sig 5. GAAS 90:8 eos eee e 6 oaelwn eta 1,382,137 
I (MIRINIINE 35S oni c:c'g Sau. cub cad o 0% eae siteen mde sina pe actelen 244,058 
I INN sc the aos aw ak eciasecein aroun acark pideairaas Saran 193,725 
ne ID I ae gad ae gare 3a. 0 Sere wena ae ake wha dade 124,618 
Shop and plant machinery..........scecsceccssccccccvcsccecs 126,703 
MachiNe SHODS, CNEING OUNCES, C8 6 o.c.occccvesccivensvedeccesivese 218,314 
Plants at Anchorage and Nenana, consisting of office buildings, 

storehouses, quarters for employees, mess houses, ae" ypc 

heating and lighting plants, freight-handling machinery, etc. 1,538,947 

$12,129,662 


If now we deduct this amount, which should be excluded 
as not properly chargeable to construction cost of new main 
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would have had it as salvage. Much of it would have had 
to be bought for the maintenance of the road after completion. 
Whether it will be worth what it cost or how much less at 
that time is a question no one can answer. This is also true 
as to marine equipment. 

The two termini which have been built at Anchorage and 
Nenana are permanent towns. ‘They were built not as con- 
struction camps, but with a view to the necessities of the road 
in the future, as permanent parts of a working railroad, and 
would have had to be built after construction was completed 
in order to properly cperate and maintain the road. It is 
to be noted that this work has been undertaken in a region 
where it was necessary to build through a forested wilderness, 
where there were no wharves at the water’s edge (where, in- 
deed, a way had to be dredged from the channel ‘to the 
wharf); where there were no roads, no towns, no experienced 
labor, and where everything had to be imported a distance of 
from 1,500 to 5,000 miles. And it was thought best to build 
not a mere pioneer road like those that are driven into our 
western forests for the bringing out of lumber or for the reach- 
ing of some coal or gold mine, but a road that would attract 
passenger travel for its scenic beauties and be always the 
main connecting line between the interior of Alaska and the 
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Trestle Work on the Seward Division 


line road from the total amount expended, the result is as 
follows: 





PRE CUNT 5. 505.65 6 is are SR ACRE BR eS $29,872,277 
EGET OOUMEIINE asc bn ean san cewek oecea Reise s 12,129,662 

Cost of newly constructed road..............-$17,742.615 
Cost gee mmatt Time. GF WOO. ccc is 0 cb scccis ecuer 72,716 


If the sidings and yard tracks are included, the cost per 
mile of track would be approximately $64,754. (No allow- 
ance is made for the 78 miles of grading and clearing.) 

In arriving at his cost per mile Mr. Wendt has deducted 
as part of his cost construction equipment which cost $1,382,- 
137, consisting of steam shovels, ditchers, unloaders, scrapers, 
and other tools. This was in large part bought in the first 
year of the work partially from the Panama Commission, and 
is in the opinion of Mr. Wendt worth as much today as when 
purchased, owing to the increase in values since the war. 
Its value evidently is what it would bring on the completion 
of the road. Had private contractors built the road they 


ocean. For this reason the work has been done not with 
the end of having so many miles of road built but of having 
a complete road with all the equipment for its operation, 
which includes not only cars, locomotives, and tracks, but 
complete and well-supplied bases and developed miles for 
fuel. 

Two estimates were made in 1914 by the Alaskan En- 
gineering Commission as to the cost of the road: (1) From 
Portage Bay to Fairbanks, at an estimated cost of $59,742 
per mile; (2) from Sew ard to F airbanks, in which the figure 
estimated for the road from Kern Creek, or mile 72 north, 
where all of the new construction has been done, was $55,340 
per mile. ' 

The only government-built railroad—that across the 
Isthmus of Panama—cost $221,052 per mile. The only two 
recently built railroads in the United States are (1) the Vir- 
ginian, built by H. H. Rogers, which cost, exclusive of equip- 
ment, $151,000 per mile, with labor at from $1.35 to $1.75 
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per day, and all machinery, fuel, rails, and supplies at its 
door, and (2) the Milwaukee line to Puget Sound, which is 
estimated as having cost $130,000 per mile, exclusive of 
equipment. . 


Present Condition 


The work has been conducted. with its main base at Anchor- 
age, which is at the head of Cooks Inlet. This point was 
chosen as the nearest point from which to construct a railroad 
into the Matanuska coal fields. That was the primary objective 
of the railroad, to get at the Matanuska coal. From Anchor- 
age it was also intended to drive further north through the 
Susitna Valley and across Broad Pass, and to the south along 
Turnagain Arm toward the Alaska Northern track. To se- 
cure coal for Alaska was the first need. So, in addition 
to Anchorage as a base, one was also started at Nenana, on 
the Tanana River, from which to reach the Nenana coal fields 
lying to the south. If these two fields were open one would 
supply the coast of Alaska and one the interior. This pro- 
gram has been acted upon, with the result that the Matanuska 
field is open to tidewater, with a down-grade road all the way. 
The Nenana road has been pushed far enough south to 
touch a coal mine near the track, which may obviate the 
immediate necessity for reaching into the Nenana field 
proper. From Seward north and from Anchorage south the 
road has been built, so that last fall there was through com- 
munication from Seward to Anchorage, Matanuska, and the 
Susitna Valley. 

There is an open stretch across Broad Pass to connect the 
Susitna Valley with the road coming down from Nenana, 








Rock Cut and Tunnel on the Seward Division 


and another reach of a few miles on the north of the Tanana 
River before connecting with the Tanana Valley road outside 
of Fairbanks. These gaps closed there will be through con- 
nection between Seward and Fairbanks. 


Overhead 


The road has been built by men on the job in Alaska, not 
by men in Washington. The only bureau maintained in 
Washington consisted of four clerks in one room. All the 
rest of the force is in Alaska with the exception of the pur- 
chasing division in Seattle. 

The commission adopted the system of construction ap- 
proved by the most competent engineers consulted at the be- 
ginning of construction—a combination of letting out the 
work to small contractors and of day’s labor. The only con- 
tractor who ever talked of building the road asked a guar- 
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antee against loss from the government—what we now know 
as a “cost plus contract”—and as this would involve a large 
staff of government superintendents and checking officials, 
with no guarantee of a minimum cost to the government, but 
every reason to believe that a maximum cost would be 
reached, it was thought wise to follow the course we have 
pursued. As the price of labor, supplies, and other things 
have risen, we have not had to pay a contractor a percentage 
on the increasing cost. 

In 1918 the wage employees numbered 3,329 and the 
salaried employees 725. The road has 1,982 wage employees 
and 441 salaried employees, as estimated for in the book of 
estimates for 1920. 


Rates 


It is difficult to know what rates should be charged on 
such a railroad as this, which is as yet in the process of build- 
ing, which originates so little traffic as to be negligible, and 





Some of the Traffic Possibilities 


will not in all likelihood for some years pay operating and 
maintenance charges, without any return on investment. 
Plainly, the traffic can not be made to bear charges that 
would be reasonable from the standpoint of making the rail- 
road pay its own way. To do this would be to retard the 
growth of Alaska and of the railroad itself. The freight 
rates on the Alaska Railroad are from 25 to 50 per cent of 
the rates charged by other Alaska roads. The Copper River 
and the Skagway roads charge from twice as much to four 
times as much as does the government road. If, therefore, 
there is anything in the test so often applied by the Inter- 
state Commerce Commission in judging of the reasonableness 
of a rate by the rates charged on similar traffic on neighbor- 
ing roads, the rates on the Alaska road certainly meet that 
test. 

The rates now in force on the Alaska road are approxi- 
mately the same as those which the Railroad Commission of 
the State of Washington approved on the Seattle, Port An- 
geles & Western Railroad between Maynard and Majestic, 
a distance of 60 miles, as the following comparison furnished 
by the Interstate Commerce Commission shows: 


Government Seattle, P. A. 
Commodities railroads & Western R. R. 

Per ton Per ton 

DEE, BG go oes dc cizcescuss $6.40 $13.80 
ee ae eer rare ere 9.80 9.30 
SEE un wile Paccndaoy woke ee Md ewes > 9.80 9.30 
NR ee 4 aan Ga ae aka tie ERE ee b 13.80 11.50 
nn cis baeb alee mbee« 6 9.80 10.50 
EE TNE. Vo Sh adS ra 6% whewvies whe d< tee 16.20 13.80 
PE OMNEEE .c oaweberanlcanensenaenes 9.80 9.30 
EE  SiakduOate ate bsesdenre ek 11.40 10.50 
ME <a cen en ky baka aaa ee ob cmd. 9.80 9.30 
WO. 3.4 4¢c4babanvsghesanmep hae 16.20 20.70 
DEE | neeedeeedskbRweeccsy boawEeee 13.80 11.50 
FENG <6. bins s eebie ber cea eebvce 13.80 11.50 
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It would hardly be regarded as unfair to say that on the 
Alaskan road the rates should be twice as high as on the main 
line of the Northern Pacific in Washington, considering the 
fact that the Northern Pacific has several hundred thousand 
times the density of traffic per mile that the Alaskan Railroad 
has. Yet a comparison of the two rates shows that the rates 
on the Alaskan road are not that high by from 25 to 50 
per cent. They are, indeed, but a small percentage higher 
than many of the rates on the Southern Railway running im- 
mediately out of this city, which carries in any one hour more 
traffic than the Alaskan road carries in a year. I am satis- 
fied, however, that the rates in existence on the Alaskan road 
are not those which will best promote the interest of the Ter- 
ritory and in the end that of the road. And last summer I 
asked E. O. McCormick, vice-president of the Southern Pa- 
cific in charge of traffic, to make a study of the actual condi- 
tions in Alaska with the purpose of devising a simpler tariff 
which would induce whatever traffic could be induced to 
move over that road and still preserve some justifiable rela- 
tion between commodities. This is not an easy task. And 
there must be some experiments tried before anything like 
a stable schedule can be arrived at. 


Water Transportation 


One of the serious disadvantages that any new enterprise 
in Alaska suffers under is the long distance by water which 
all machinery and supplies must be carried. During the war 
this has been particularly embarrassing in the carrying on 
of this work. Because of the highness of the rates charged 
and the uncertainty of the movement, the commission gave 
over employing the regular lines and chartered a transport 
from the War Department which ran from Seattle to Anchor- 
age for two seasons. This service is invaluable to the rail- 
road. While we were without it last season, some such 
arrangement must be renewed if the railroad is to be com- 
pleted at as fair a figure as has been thus far maintained. 
Some months since negotiations were entered into with the 
Shipping Board looking to the establishing of a line between 
Puget Sound and Alaskan ports which would serve the 
railroad, or at least to the putting on of a single boat to 
Anchorage and Seward. The board offered to charter to the 
commission a new steel ship at $25,000 per month, which 
was thought to be too high a figure, and negotiations are 
still under way in the hope that this offer can be bettered. 


Matanuska Coal 


By decisions of the Commissioner of the Land Office all 
of the claims in the Mantanuska coal field were set aside, 
and by act of Congress a leasing bill was put into effect over 
the entire field. Under this law a number of claims must be 
reserved to the government. The field was surveyed and 
some of the most promising portions of the field have been 
so reserved. 

Two leases have been entered into by the government. 
Neither of these parties have any other interests of any kind, 
so far as is known, in Alaska or any connection with any rail- 
road, and neither of them have been successful in developing 
any large amount of coal. There are many thousands of 
acres in this field which are open for lease and which will 
be leased to any responsible parties who will undertake their 
development. There is no possibility of monopolizing this 
field, even if some one wished to do so, for the government 
reserves are kept to be operated in case such monopoly should 
arise. Thus far, however, the government in operating its 
own mine has been no more successful than the private 
lessees, for the coal is so badly broken and faulted that ex- 
ploration work to follow the seam must be undertaken before 
development work can be wisely done. And this is being 
undertaken. Government experts who have examined this 
field do not promise without further exploring a larger out- 
put of coal from this field than 150,000 tons a year. 
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Population 


The population of Alaska has fallen off during the war. 
She sent, I am told, 5,000 men into the Army, the largest | 
proportion to population sent by any part of the United 
States. The high cost of labor and materials closed some of 
the gold mines, and the attractive wages offered by war in- 
dustries drew labor from Alaska to the mainland. All pros- 
pecting practically closed. But with the return of peace there . 
is evidence of a new movement toward that Territory, which 
should be given added confidence in its future by the com- 
pletion of the Alaskan railroad. 


Interstate Commerce Commission 
Accident Bulletins 
CCIDENT BULLETIN NO. 66 for the quarter and the year 

A ending December 31, 1918, and Bulletin No. 67 for 
the quarter ending March 31, 1918, have just been 
published by the Interstate Commerce Commission. The an- 
nual bulletin differs in numerous respects as to size, contents 
and arrangement from prior yearly reports. The present re- 
port, and the two last preceding, are summarized as follows: 
CASUALTIES TO Persons, 1916 AND 1917 






































Year ended Year ended Year ended 
Dec. 31,1917. Dec. 31, 1916 June 30, 1916 
Item r o r in 
Killed Injured ‘ Killed Injured ‘ Killed Injured 
Passengers ; 
In train accidents....... 131 4,460 111 3,651 141 3,850 
Oe? CAUSES occicccceces 212 3,914 180 4,357 142 4,529 
PO Misnegiwcseuthne’s 343 8,374 291 8,008 283 = 8,379 
Employees on duty 
In train accidents....... 439 4,214 357. 3,731 304 3,352 
In coupling accidents.... 167 2,555 136 §=6.2, 440 123 2,194 
Overhead obstructions, etc. 95 1,572 63 =:1,538 So 1,310 
Falling from cars, etc... 470 14,634 435 14,084 384 12,196 
Other CAUSES occ ciccess 1,445 29,261 1,219 26,517 1,102 23,374 
SOU“ scséenwevns cae 2,616 52,236 2,210 48,310 1,972 42,426 
Total passengers and 
employees on duty... 2,959 60,610 2,501 56,318 2,255 50,805 
Employees not on duty 
In train accidents....... 12 75 13 91 9 60 
In coupling accidents... . oa crap ae ov seine mee 
Overhead obstructions, etc. 4 5 4 15 5 13 
Falling from cars, etc.... 22 173 62: 300 57 292 
OUher CAUSES oc cccsccces 127 291 224 405 230 361 
WE) kee Neeesan vases 165 544 303 811 301 726 
Other persons not trespass- 
ing 
In train accidents....... 109 473 9 73 11 92 
CREP GRUBER 56 ce ccesies 2,091 5,514 1,735 4,987 1,464 4,347 
oo Per eye 2,200 5,987 1,744 5,060 1,475 4,439 
Trespassers 
In train accidents....... 68 76 72 151 84 119 
Other CRUSES ..ccccccccee 4,175 3,753 4,856 4,642 4,763 4,990 
WOME chaise sswsueeaea 4,243 3,829 4,928 4,793 4,847 5,109 
Total in accidents involv- 
ing train operation.. 9,567 70,970 9,476 66,982 8,878 61,079 
Nontrain accidents ........ 520 123,835 525 129,740 486 119,296 





Grand total 10,087 194,805 10,001 196,722 9,364 180,375 


Annual table No. 61, dealing only with train accidents 
(which term here includes crossing accidents, where trains 
strike automobiles, etc.,) shows for the year 131 passengers, 
451 employees and 109 other persons killed, and 4,460 pas- 
sengers, 4,289 employees and 473 other persons injured; a 
total of 691 persons killed and 9,222 injured. The term 
“other persons” does not include trespassers; these are shown 
in another table. 

Annual table No. 104 is a summary of highway grade cross- 
ing accidents, showing by states with reference to Class 1 
roads the number of such accidents and the resulting cas- 
ualties. The total number of highway grade crossing ac- 
cidents involving non-trespassers was 3,673; number of 
persons killed, 1,777; injured, 4,356. 

The summary by states of accidents resulting in casualties 


ee eeeeesee 
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to trespassers shows the trespassers classified as between em- while 422 were other adults. Annual table No. 60 shows that 
ployees, persons under 14 years of age, from 14 to 21 years the number of train accidents per million locomotive miles 
of age, and adults, which are further subdivided between was 10.22 and that the damage to cars, engines and roadway, 
hoboes or tramps and other adults. This table covers 7,813 was $15,181,810. 

train and train service ‘accidents, and of the trespassers Fi 

killed no less than 149 were employees. Of trespassers walk- irst Quarter, 1918 — 

ing along the track, 189 were hoboes, while 991 were “other Bulletin 67, for the quarter ending with March, 1918, 
adults.” Of those killed riding on trains, 259 were hoboes, shows for train accidents and train service accidents, 109 











ANNUAL TABLE NO. 61—TRAIN ACCIDENTS, YEAR 1917 

































































Employees on duty Persons 
—— Employees carried 
Number Damage Total non- Other not on under Other non- 
of train to trespassers Trainmen employees duty Passengers contract trespassers 
Class acci- railway — fF a — ~ t a _ fa 7 ooo > a 
;' dents property Kil’d Inj’d Kil’d Inj’d Kil’d Inj’d Kil’d Inj’d Kil’d Inj’d Kil’d Inj’d Kil’d Inj’d 
Collisions: 
OO errr eT eee 1,027 $1,428,000 169 1,403 67 515 7 47 § 18 77 772 13 49 pean yi 
ON eT ee ee 567 1,226,120 107. 1,719 74 535 4 106 3 9 24 987 1 50 1 32 
BPOMGRAPRIM 6 ccc ccccccccececs 480 246.246 6 74 4 50 2 9 Bias —_ me 5 isis 7 sia 3 
SEs OF SRNR: op icccvecvceves 1,454 828.430 35 729 33 438 1 24 1 5 es 234 ae 24 ab 4 
Trains with cars not in trains.. 536 267,800 16 411 12 179 3 17 et 19 ak 174 ad 16 1 6 
CHOSEE sdicceocenccessevese 122 135,690 a 139 3 63 ee 1 xen eon eee 48 “oe 3 1 24 
DE inctiewreseepensecess 2,990 1,026.620 16 415 11 250 4 42 ee 11 bad 56 1 37 jae 1S 
WiieceHAMGOUS cece cccccccccces 321 218,530 11 211 6 93 a 19 a's avs “ae 90 i 8 1 1 
BED we weeeiice ced andedetere 7,497 $5,377,430 364 5,101 210 2,123 25 265 9 62 101 2,366 15 194 4 91 
Derailments: 
Due to— 
Defects in roadway........see. 2,072 $1,727,230 31 1,067 21 291 5 63 eee 1 5 664 ine 46 2 
Failure of power-brake apparatus 275 124,670 1 24 1 22 ee 1 ove vee Pe 1 idee wate eX 
Failure of couplers............ 141 63,350 ae 9 eine 9 ve ome eee eee bee ace ecw eon eae 
Other defects ijn equipment..... 4,646 4,283,670 16 832 12 198 pare 67 ae 9 4 535 =f 14 9 
Accidental obstructions ....... 3232 535,710 51 346 42 173 3 11 1 ow ak 138 3 16 2 8 
PRED cecéciwarendieeves . 1,070 972.076 48 447 41 239 ay 35 “ 2 1 128 ins 28 2 15 
Acts of nonemployees.......... 65 67,910 7 83 6 34 ia 2 ‘ 1 45 aie 2 ae 
Other ascertained causes........ 843 648,380 7 186 4 71 3 17 - 91 aw 5 2 
Unknown causes .......++- coe 547 543,930 15 220 12 73 1 14 1 1 120 Bene 11 1 1 
WE \niesae abode vacthee aus 9,991 $8,966,920 176 3,214 139 1,116 16 210 1 13 12 1,722 3 122 5 37 
Locomotive boiler accidents: 
Boiler explosions and defects.. 91 $176,690 42 120 40 114 2 5 1 
Failures of 
Tubing and piping........... 57 1,290 1 69 1 63 rae 1 
Other boiler appurtenances... 134 690 i 138 1 137 e 1 
EE <<6.0's wate xed enadencee 282 $178,670 44 327 42 319 2 7 ams 1 sa 
Other locomotive accidents: 
ee ee CTT re 26 $10,390 1 11 1 8 rs 2 1 
Driving gear and machinery.... 140 46,550 P 25 25 P 
i ¥ & Serre ee 76 25,700 9 9 ‘ 
pO ree ee 1 590 a ean eee eee eee eee 
ONENESS eeckviceveseeees 24 6,830 ee 14 Rees 13 : 1 ae 
Yee rr sre 267 $90,060 1 59 1 55 Taio 3 ans wict ae aed iia 1 a 
Miscellaneous train accidents: 
To locomotives or cars........ 1,264 $525,390 5 170 2 104 1 10 2 a aie 43 git 7 een 6 
Caused by striking trolley cars, 
automobiles, etc., at public 
highway crossing ........... 131 40,300 101 351 1 8 ae wire ee oes ‘ a 100 339 
Fires, floods, landslides, etc..... 2 1,870 “un gus ies ams eae eee nae ° oe 
GEOGe Sckcveneresrtestcacvere 1 1,170 ne wee ove eee aie eco ° 
, | rr ee eee 1,398 $568,730 106 521 3 112 1 10 2 wie ae 47 7 100 345 
Grand total vo. ccvsceccececcs 19,439 $15,261,810 691 9,222 395 3,719 44 495 12 75 i113 4,136 18 324 109 473 
SumMary or Accipents on Steam Roads IN THE UNITED STATES FOR THE wuscanees ss P 
Ou > : RICE occcuvevccesnacee 42 100 
Quarter Enptnc Marcu 31, 1918 oS Gabonese Sean 1,137 661 1,798 
Casualties to persons Persons carried under contract: 
— ereecmae 2 oaccute pS ee een 3 6 9 
In train- . Injured TCT eT. CC Te 96 114 210 
Item In train service Other nontrespassers: 
accidents accidents Total MOON, 0s Sectlesu nee otee'e 25 347 72 
Trespassers DOSGGUD csavscese vee twon 153 1,085 1,238 
Fiend ‘Weeseieere Recapitulation 
a Total trespassers: 
Killed pivbes ethene 6< %a 11 762 773 DEE << cc evdasce haenewewecs 11 762 773 
Injured ....cccecccencs 28 617 645 DRONE ..2knked series «sawaes's 28 617 645 
Employees: Total nontrespassers: 
Killed ..seseseeereeeees oes 15 15 BN <a gdh eee de cabeks 243 1,107 1,350 
Injured .....sssceceeees 1 24 25 ONE coins mdgevaernarees ‘2,748 13,804 16,552 
Other persons: Total persons: : 
MOD. ccccccvccrsences 11 747 758 PO Leaiaae conte sane neeee 254 1,869 2,123 
Injured Rs ey SR ee a 27 593 620 SE Gee 2,776 14,421 17,197 
Nontrespassers Casualties to persons in 
Total nontrespassers: Item nontrain accidents 
Killed sssseeeereeeees 243 1,107 1,350 lndustrial employees: i 
njured a ae 2,748 13,804 16, 2 AICTE ce eeeree ee 7A 
a oe a on duty: 55 ; Injured Salas bal dedaws Cad hens ON eee wae eee see's 27,602 
BE Sink rch sean ocians 153 667 820 Otay goetes: 
ne mech ela Se 1,334 11,816 13,150 ie * een eC ee re ere ee eee ee 31 
(a) Trainmen: r — ttteereeees Coc cccceccesverceccccecese 586 
Kille pociiiiss 138 305 443 a we 
njured Ph a OR ES ee 1,196 10,786 11,982 i ee = 
(b) Other employees: ; OEE RE Pe RG FEE ena 28,188 
OE cae at a 15 362 377 POAODOY G0 SURI GETIGEUEE oerciiscc'sccucccescseseeve 5,637 
PN ic cctidddocess 138 1,030 1,168 Number of train-service accidents...........e00+00+ 15,687 
Employees not on duty: se 
EN, pn csenteceanes swe 4 45 49 WOE © xgicuecmerebak edewyedcs bused ‘eetescceeere 21,324 
L BEG .wrvnens covaceede 28 128 156 Number of nontrain accidents..............0eee00: 28,326 
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passengers, 869 employees and 1,145 other persons killed, 
and 2,008 passengers, 13,306 employees and 1,883 other 
persons injured. Of the 109 deaths of passengers 61 were 
due to train accidents. The details, including also 163 killed 
and 28,188 injured in “nontrain accidents,” are shown in 
the table on the preceding page. 

Both of the bulletins have appendices containing reports 
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of train accidents which have been investigated by the 
Bureau of Safety. Bulletin No. 66 has 30 pages of this 
matter, and Bulletin 67 has 24 pages. Among the prom- 
inent accidents included in this list are Spartanburg, S. C., 
October 17, 1917; Caribou, Me., February 5, 1918; Frost, 
S. C., February 25, 1918; Elizabethtown, Pa., March 
15, 1918. 


Doings of the United States Railroad Administration 


Regrouping of Lines to Restore Pre-War Conditions—Automatic 
Train Control Committee Makes Progress 


HE DIRECTOR GENERAL has issued a circular, effective 
March 1, transferring the-St. Louis-San Francisco line 
(between Memphis and Birmingham) from the South- 

ern to the Southwestern region, the Illinois Central line (north 
of Cairo and Paducah) from the Central Western region to the 
Southern region, also the following railroads from the South- 
western to the Central Western region: Chicago, Rock 
Island & Gulf, Chicago, Rock Island & Pacific (from St. 
Louis to Kansas City, Herington to Salina and all lines 
south and east of main line between Herington and Tucum- 
cari), Ft. Worth & Denver City, Wichita Valley, Wichita 
Falls & Oklahoma, and Abilene & Southern. 

These changes are being made in the interest of restoring 
pre-war conditions. 

Hale Holden, regional director of the Central Western 
region, is placing the part of the Rock Island Lines trans- 
ferred from the Southwestern to the Central Western region 
under the jurisdiction of the federal manager of the Rock 
Island. He is also placing the Ft. Worth & Denver City, 
the Wichita Valley, the Wichita Falls & Oklahoma, and 
Abilene & Southern, under the jurisdiction of the federal 
manager of the Colorado & Southern. 

B. F. Bush, regional director of the Southwestern region, 
is regrouping some of the lines in that region as mentioned 
elsewhere in this issue. 


Rules for Disposition of Grain Claims 


Director General Hines has issued General Order 57-A 
modifying General Order No. 57, referring to the disposition 
of claims for loss or damage of grain loaded in bulk, which 
had aroused opposition on the part of many shippers. 

The director general states in the order that the rules 
established by General Order No. 57 were adopted as ad- 
ministrative regulations and were not intended in any way 
to change or alter any existing rule of law. The original 
order is modified by eliminating reference to a number of 
disputed questions including payment for the installation of 
grain doors, liability for leakage through grain doors and 
the use of the hammer test in determining whether a car is 
grain tight. These matters are left to the Interstate Com- 
merec Commission for decision in a proceeding now pending 
before the commission. 

The new order is as follows: 

Rules Governing the Inspection, Selection and Coopering or Rejection of 
Cars for Bulk Grain Loading, the Recording of Loss of Grain from 
Car by Leakage (if any) During Transit, and the Disposition of Claims 
for Loss and Damage of Grain. 

General Order No. 57, issued November 28, 1918, is hereby amended 
to ‘read as follows: 

Claims on grain shipped in bulk constitute a large proportion of loss 
and damage claims. Some of the widely varying practices of both ship- 
pers and carriers with respect thereto are of doubtful propriety, and in 
many cages result in undue preference and unjust discrimination. 

This condition may be attributed largely to the great number of intri- 
cate factors entering into the grain business; the condition of scales and 


weighing practices, which, in many instances, result in weights of doubt- 
ful accuracy. Grain in bulk is sometimes loaded at large terminal elevators 


Wasuincton, D. C. 
where so-called official weights are obtained; in other instances, at country 
elevators where weights are obtained on small scales in many drafts; and 
in other instances where scale weights are not used but loading weights 
obtained on measurement basis; and at some points where no elevators 
are located, grain is weighed over wagon scales, loaded into cars and 
the sum of the wagon scale weights used to represent the amount shipped. 

Destination weights are arrived at in as many different ways as the 
loading weights, but, as a general rule, the bulk of the grain shipped is 
destined to terminal markets where official weights are secured, and the 
differences between those loading and destination weights constitute the 
basis of claims, although losses resulting from the taking of samples for 
inspection purposes and the failure of consignee to unload all the grain 
and other wastage, over which the railroad has no control, are not taken 
into consideration cr accounted for. 

At the present time there is a lack of uniformity in the disposition of 
grain claims. It is intended to clear up this situation and to dispose 
promptly of such claims as come within the rules hereinafter set forth. 

The following rules shall apply until superseded by others that may be 
adopted as a result of investigation and study of the subject now being 


carried on by carriers and shippers in connection with the Interstate 
Commerce Commission. 
These rules are adopted as administrative regulations, and they are 


not intended in any way to change or alter any existing rule of law: 

Rule 1.—Selection of Cars for Loading.—Suitable cars will be furnished 
for bulk grain loading. (See definition.) 

Definition.—A suitable car for bulk grain loading is one that is grain 
tight and fit, or can be made so at time and place of loading by ordinary 
and proper care in use of cooperage material and by a reasonable amount 
of cleaning. 

Rule 2.—Rejection by Shipper —While carriers are expected to furnish 
suitable equipment, the shipper should reject a car which is manifestly 
unfit for the loading intended. 

Shippers should not load bulk grain in a car with door post shattered 
or broken, or with other defects of such character as to render car obvi- 
ously unfit, or with inside showing the presence of oil, creosote, fertilizer, 
manure, coal or other damaging substance of like or kindred character. 

Rule 3.—Cooperage.—Grain doors, or grain door lumber of proper quality 
and dimensions, to cooper side and end doors and other openings of cars 
used for bulk grain loading, and accessories such as nails, paper, cheese 
cloth, burlap or similar material for caulking or lining cars, required to 
prevent loss ci grain by leakage, shall be supplied by the carrier, instal- 
lation to be in accordance with existing rules and practices until changed 
by competent authority. 

Note 1.—Carrier’s agent at loading station will ascertain the 
number of temporary sectional grain doors, or the number of feet 
(board measure) of grain door lumber used to cooper the car and 
the approximate weight thereof, and note same on waybill. 

Note 2.—Should the carrier’s supply of grain door material 
run short, local agent will promptly notify his superintendent, 
who will immediately send the required material or authorize 
local agent to purchase a supply to take care of the emergency. 

Note 3.—Shippers or consignees must not appropriate carriers’ 
grain doors or grain door material, neither shall they use the 
same without specific authority from the carrier, 

Rule 4.—Consignor, Consignee or Owner Required to Load and Unload 
Carload Freight.—Except as otherwise provided by tariff, owners are re- 
quired to load into or on cars, grain carried at carload ratings, and con- 
signee or owner is required to unload the car, which includes the removal 
of entire contents, including sweeping of the car. Loading includes 
adequate securing of the load in or on car; also proper distribution of the 
weight in the car by trimming or leveling. 

Rule 5.—Shipping Weights——Wheve shipper weighs the grain for ship 
ment, he shall furnish the carrier with a statement of the car initials and 
number, total scale weight, the type and house number of the scale used, 
the number of drafts and weight of each draft weighed, the date and 
time of weighing, and state whether official Board of Trade, Grain Ex- 
change, State or other properly supervised shipping weights; also state 
number and approximate weight of grain doors used. This information 
shall be furnished as soon as practicable, forwarding of car not to be 
delayed for this record. 

Rule 6.—Destination Weights.—Consignee shall furnish the carrier with 
a statement of the car initials and number, the total scale weight, the type 
and house number of the scale used, the number of drafts and weight of 
each draft weighed, and date and time of weighing, and state whether 
official Board of Trade, Grain Exchange, State or other properly super- 
vised unloading weight. ' : 
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Rule 7.—Leakage or Damage Record.—lf damage to or leakage of 
grain is detected while in carrier’s possession, the necessary repairs must 
be made to prevent further loss or damage, and a complete record made 
thereof. In case of a disputed claim, the records of both carrier and 
claimant on said car shall be made available to both parties. 

If shipper, consignee, owner or his or their representative should dis- 
cover leakage of grain from car, he must immediately report the facts to 
carrier and afford reasonable opportunity for verification. 

Rule 8.—Claims for Loss.—(a) Clear Record Cars.—If, after thorough 
investigation by the carrier, no defect in equipment or seal record is 
discovered, such record shall be accepted as prima facie evidence that the 
carrier has delivered all of the grain that was loaded into the car. If, 
however, evidence is produced by the claimant showing a defective record, 
such evidence shall be investigated, and where’ sustained, the car shall 
be considered a defective record car. (See paragraph b.) 

(b) Defective Record Cars.—Where investigation discloses defect in 
equipment, seal or seal record, or a transfer in transit by the carrier of 
a car of grain upon which there is a difference between the loading and 
the unloading weights, and the shipper furnishes duly attested certificates 
showing correctness of weights, and the carrier can find no defect in scale 
or other facilities and no error at points of origin or destination, then, 
the resulting claim will be adjusted subject to a deduction of one-eighth 
of one per cent of the established loading weight as representing invisible 
loss and wastage. 

Note 1.—Transfer in transit, as referred to in Section “b” of 
this rule, is a transfer for which the railroad is responsible, and 
not a transfer because of a trade rule or governmental require- 
ment, or because of orders of consignor, consignee, owner or 
their representative. 


Freight Traffic Movement and Car Performance 


Net ton miles of freight handled by the railroads under 
federal control during January amounted to 30,383,169, an 
increase of 10 per cent as compared with January, 1918, when 
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the movement was very slow on account of congestion and 
severe weather. The table shows a summary of the report 
of freight traffic movement and car performance compiled by 
the Operating Statistics Section. 


Automatic Train Control Committee Makes Progress 


The Committee on Automatic Train Control at its meeting 
in Washington on February 28 continued its work of passing 
on the various devices which had previously been submitted 
to the Interstate Commerce Commission and a few new ones 
submitted to the committee; and eliminated from considera- 
tion about 40 which are not considered to possess sufficient 
merit to warrant further study. The committee still has 
before it about 40 devices, of which many have been passed 
on and will receive no further consideration unless the pro- 
prietors wish to submit additional information. The com- 
mittee has now reached a stage where it can give more de- 
tailed consideration to the devices which have been developed 
and given an experimental or service test, and its next 
meeting will probably be in connection with a western trip 
for the purpose of examining on the ground several devices 
that have been installed. It is proposed to examine the sys- 
tem in operation on the Chicago & Eastern Illinois between 
Chicago and Danville on March 21 or 22, after which the 
committee will inspect the system in operation on the Wash- 
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of road operated (thousands) mile of road per day (thousands) 
a ——— A . in _— ae =— 
Railroad This Last This Last Per cent This Last This Last Per cent 
year veat year year change vear year year year change 
Total, New England District....... 8,142 8,147 828,600 716,387 15.7 3,283 2,837 1,959 2,123 d 7.7 
Total, Central District..... secseoee . ae 22,480 5,577,221 4,739,402 17.7 8,032 6,801 7,487 6,861 9.1 
Total, Ohio-Indiana District........ 7,132 7,114 1,023,146 91,086 3.2 4,628 4,494 1,473 1,590 47.4 
Grand total, Eastern Region....... 37,672 37,741 7,428,967 6,446,875 15.2 6,361 5,510 10,919 10,574 3.3 
Total, Allegheny Region........ cow. Bere 19,687 5,882,036 4,733,242 24.3 9,585 7,756 7,892 7,238 9.0 
Total, Pocahontas Region...... cece 4,776 4,775 1,625,660 1,619,585 0.4 10,980 10,941 1,548 1,638 d 5.5 
Total, Southern Region..... cocccee 37,304 37,418 3,611,898 3,482,404 3.7 3,123 3,002 7,184 7,770 d7.5 
Total, Northwestern Region......+. 47,164 47,185 4,196,435 3,691,736 13.7 2,870 2,524 7,137 7,022 1.6 
Total, Central Western Region..... 51,149 51,239 5,504,930 5,397,018 2.0 3,472 3,398 9,243 9,473 d 2.4 
Total, Southwestern Region......+. 31,426 31,708 2,133,243 2,249,007 d 5.2 2,190 2,288 ,540 4,819 d 5.8 
Grand total, all regions......+. 229,286 229,753 30,383,169 27,619,867 10.0 4,275 3,878 48,463 48,534 d0.1 
Freight car miles (thousands) 
Net ton miles — A 
per train mile Loaded Empty Total 
ae A oe A VE A =~ cece, 
Railroad This Last Percent This Last Percent This Last Percent This Last Percent 
a year year change year year change = _ year year change year year change 
Total, New En land District..cccce 423 337 25.5 34,617 31,921 8.4 14,380 13,169 9.2 48,997 45,090 8. 
Total, Central District......... xe OS 691 7.8 192,750 156,675 23.0 107,001 67,756 57.9 299,751 224,431 33.6 
Total, Ohio-Indiana District........ 695 623 11.6 33,65 y 10.5 17,882 14,727 21.4 51,540 45,191 14.0 
Grand total, Eastern Region....... 680 610 11.5 261,025 219,060 19.2 139,265 95,652 45.6 400,288 314,712 27.2 
Total, Allegheny Region..,..... coe 745 654 13.9 170,727 130,485 30.8 102,636 74,277 38.2 273,363 204,762 33.5 
Total, Pocahontas Region........ «+ 1,050 989 6.2 39,753 37,805 5.2 27,255 25,254 7.9 7,008 63,059 6.3 
Total, Southern Region.......... co 63588 448 12.3. 137,733 134,049 2.8 65,131 60,850 7.0 202,864 194,899 4.1 
Total, Northwestern Region....... - 588 526 11.8 152,565 137,936 10.6 72,666 45,062 61.2 225,231 182,998 23.1 
Total, Central Western Region..... 596 570 4.6 201,559 190,216 6.0 93,440 70,710 32.1 294,999 260,926 13.0 
Total, Southwestern Region........ 470 467 0.6 5,884 89,334 d 3.9 35,667 31,205 14.3. 121,551 120,539 0.8 
Grand total, all regions........ 627 569 10.2 1,049,246 938,885 11.8 536,058 403,010 33.0 1,585,304 1,341,895 8.1 
Average number of freight cars on line daily 
r . re ay Net ton miles per 
Serviceable Total Per cent Unsvble. loaded car mile 
ie Se! ee ae ae a. 
° ll ; ~ hp ee, . —_—, 
Railroad This Last This Last Per Ct. This Last This Last Per Ct. 
ies «108944 «= «S478 «e626 «|g 12° 5.5 74.5 33 —. “ss 
istrict...... 90,1 103, , ’ . : a 23.9 22.4 6. 
Total ba Rn spappetit 389,617 464,116 417,620 489,363 d 14.7 6.7 5.2 28.9 30.3 d 4.6 
Total. Ohio-Indiana District........ 76,344 89,752 81,602 95,949 d 15.0 6.4 6.5 30.4 32.5 d 6.5 
Grand total, Eastern Region....... 556,126 657,612 $94,600 693,938 d 14.3 6.5 5.2 28.5 29.4 d 3.1 
Total, Allegheny Region.......s+0« 451,417 471,288 485,155 503,328 4 3.6 7.0 6.4 34.5 36.3 d 5.0 
Total, Pocahontas Region.....+++++ 84,354 82,754 90,234 87,895 2.7 6.5 5.8 40.9 42.8 d 4.4 
Total. Southern Region.......ceees 286,182 277,106 300,284 288,387 4.1 4.7 3.9 26.2: 26.0 0.8 
Total’ Northwestern Region........ 344,116 280,392 + © 368,774 += -299,450 23.2 6.7 6.4 27.5 26.8 2:6 
Total. Central Western Region..... 330,559 306,034 349,375 322,425 8.4 5.4 §.1 27.3 28.4 d 3.9 
Total, Southwestern Region........ 195,829 190,121 202,852 198,489 2.2 3.5 4.2 24.8 25.2 d 1.6 
Grand total, all regions........ 2,248,583 2,265,307 2,391,274 2,393,912 d @.1 6.0 5.4 29.0 29.4 d 1.4 
Per cent loaded to total car miles Car miles per car da Net ton miles per car 
abelian wal \ s. vet Cm “J Praice 7 oe day 
Railroad This Last Per Ct. This Last Per Ct. This Last Per Ct. 
year year change year year change year year change 
Total, New En land Dihetriet. cccéce 70.7 70.8 d 0.1 16.6 13.4 23.9 280 213 on 
Total, Central District..........++- 64.3 69.8 d 7.9 23.2 14.8 56.8 431 312 38.1 
Total, Ohio-Indiana District........ 65.3 67.4 d 3.1 20.4 15.2 34.2 404 333 21.3 
Grand total. Eastern Region....... 65.2 69.6 d 6.3 31.7 14.6 48.6 403 300 34.3 
Total, Allegheny Region.......+++. 62.5 63.7 d 1.9 18.2 13.1 38.9 391 303 29.0 
Total, Feoshentes Region......+se+ 59.3 60.0 d ‘1.2 24.0 23.1 3.9 581 594 d 2.2 
Total, Southern Region......... eit 67.9 68.8 es 322 21.8 21.8 388 390 d 0.5 
Total. Northwestern Region........ 67.7 75.4 d 10.2 19.7 19.7 367 398 «6d 7.8 
Total, Central Western Region..... 68.3 72.9 d 6.3 27.2 26.1 4.2 508 540 d 5.9 
Total, Southwestern Region........ 70.7 74.1 d 4.6 19.3 19.6 d 1.5 339 366 d 7.4 
Grand total, all regions........ 66.2 70.0 d 5.4 21.4 18.1 18.2 410 372 10.2 
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ington Water Power Company’s line near Spokane, Wash., 
that on the Key Route interurban line near San Francisco, 
the test installation on the Western Pacific at Oroville, Calif., 
and possibly others. Train control systems installed in the 
east will be visited on a later trip or trips. 


Rules Governing Issuance of Passes 


W. T. Tyler, director of the division of operation, has 
issued the following instructions governing the issuance of 
‘transportation to corporate officers, employees and their fam- 
ilies: 

1. Federal managers are authorized to issue annual or 
trip transportation to corporate officers, employees and their 
families, over the railroad with which they are connected, 
upon request from the chief executive officer of the corpora- 
tion. The federal managers upon request from the chief 
executive officer may also request off line trip transportation 
for corporate officers, employees and their families direct 
from federal managers of the line over which they desire 
to travel. 

2. Off line annual transportation desired by corporate 
officers, employees and their families should be requested 
of the director, division of operation, Washington, D. C., 
by the chief executive officer of the corporation. 

The following instructions will govern the issuance of 
transportation to directors: 

1. Annual transportation for directors, good only over 
line or lines of which they are directors, will be issued by 
director, division of operation, Washington, upon request of 
chief executive officer of the corporation. 

2. It is not permissible for federal manager to issue trip 
transportation for directors on home line. 

3. It is not permissible for federa] managers to request 
or secure from other federal managers off line trip passes 
for directors. 

4. As passes for dependent members of the families of 
directors cannot be furnished, requests should not be made. 


Monthly Traffic Report to Be Compiled 


The Railroad Administration has taken steps to keep 
itself fully and accurately posted this year regarding the 
tendency as to the volume of freight traffic and the revenues 
therefrom. To the end that the Division of Traffic may 
be fully advised, Director General Hines has issued General 
Order No. 59, providing that effective with waybills settled 
after the close of December, 1918, accounts, Class I carriers 
shall compile and render during the period of federal con- 
trol monthly reports showing the number of carloads sepa- 
rately as to the 58 principal classes of commodities and all 
1. c. 1. freight, also the number of tons and the total revenue. 
Special blanks have been provided for this purpose, and 
the order gives specific definitions and instructions as to 
reporting the information called for. Shipments moving 
under any-quantity rates are to be counted as carloads when 
they weigh 10,000 pounds or more. The tonnage and reve- 
nue to be reported are the tons and total revenue shown on 
the waybills compiled by each carrier from the audited rec- 
ords. In addition to showing the volume of traffic and the 
revenue, the reports are also to show the movement of the 
traffic by points of origin and of destination, between points 
within the same state, between each state and the District 
of Columbia and each other state, and between each state 
and the District of Columbia and Mexico, Canada and all 
other foreign countries. To serve as a corrective, a special 
report will be required from carriers accepting and forward- 
ing carload grain from terminal elevators. The reports are 
to be compiled monthly and forwarded to the Bureau of 
Statistics of the Interstate Commerce Commission on or be- 
fore the last day of the second month succeeding that for 
which they are compiled. No other freight traffic statistics 
are to be compiled by accounting officers except those re- 
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quired by the Interstate Commerce Commission annual re- 
port except by special permission from the director of 
accounting. 


Handling of Claims 


The Division of Accounting has issued Accounting Cir- 
cular No. 76, which provides that in order to bring about 
uniformity in investigation, checking and apportioning over- 
charge and agency relief claims, in compliance with General 
Order No. 55, the following rules and practices shall be 
put in effect at once: 


1. Overcharge claims incident to refining, milling, stopping, 
storing, fabricating, and other similar service in transit should 
be presented to the carrier granting the privilege for investi- 
gation and settlement. No apportionment is to be made of such 
claims, except that where non-federal carriers participate in the 
service the adjustment shall be made with such non-federal car- 
riers on the basis of established divisions. Where waybilling 
and accounting methods, such as waybilling from transit point 
at balance of through rate, are in effect for the handling of this 
class of traffic and which protects the proper charges without 
the presentation of a claim, such practices may be continued. 
If the amounts assumed under this paragraph constitute a sub- 
stantial proportion of the revenues of any carrier, the particu- 
lars should be brought to the attention of this office. : 

2. Overcharge claims shall be registered against records in 
such a manner as will indicate that claim has been presented, 
and in addition thereto when an initial carrier refunds an over- 
charge on a collect shipment, or when a destination carrier 
refunds an overcharge on a prepaid shipment, or when either the 
initial or destination carrier refunds on account of double col- 
lection, a notice giving full waybill reference, claim number, 
name of claimant, amount paid, and date of payment must be 
sent to either the destination or initial carrier, as the case may 
be. The carrier receiving notice shall register on its records 
necessary information to prevent duplicate payment and to prop- 
erly adjust Account No. 778, Unrefundable Overcharges. 

3. Agency relief claims covering charges on all freight short at 
destination shall be carefully investigated, and if delivery can not 
be shown and charges collected, the charges shall be assumed by 
the settling carrier; provided, however, that carriers not under 
federal control shall be charged with amounts due from them. 

4. Agency relief claims covering charges on freight damaged 
in transit, refused, or unclaimed, and deficits on account of 
freight sold shall be carefully investigated, and if amount out- 
standing is not due from shipper, consignee, or owner of freight, 
it shall be assumed by settling carrier; provided, however, that 
amounts due from carriers not under federal control shall be 
charged in accordance with responsibility. 

5. Payments for special services performed, purchases of 
property, payment of heat, light, and water bills, and other simi- 
lar items do not in the application of this order come within 
the meaning of “Relief Claims.” 

6. Agency relief claims covering charges resulting from the 
misrouting of freight shall be carefully investigated, and if the 
charges are not collectible from shipper, consignee, or a carrier 
not under federal control, they shall be assumed by carrier whose 
agent is outstanding. 

7. When overcharge claims in which non-federal carriers are 
interested are settled by a federal carrier, the apportionment to 
non-federal carriers shall be made on the basis of established 
divisions, the settling federal carrier assuming the entire amount 
due from or to all federal carriers. When such claims are ad- 
justed by a non-federal carrier, the amounts due to or from all 
federal carriers shall be settled with the destination carrier. 
If such carrier be not under federal control, settlement shall be 
made with the federal carrier that handled the shipment nearest 
to the non-federal carrier in the direction of destination. 

8. Freight confiscated in transit (paragraph 14) does not refer 
to coal or other freight taken by carriers for their own use, 
but to freight confiscated by government health departments, 
revenue officers, or others. Waybills covering such shipments 
should be reported in interline accounts with freight charges 
and advances and prepaid, if any. If charges prove to be un- 
collectible, they should be assumed by settling carrier, except 
that carriers not under federal control shall be charged with 
amounts due from them. 
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9. When in the investigation of overcharge claims it is 
necessary to obtain rates from other carriers under federal con- 
trol, the communication shall in all cases be addressed to the 
accounting officer handling overcharge claims, who shall be re- 
sponsible for the furnishing of such information. 


Through Service Expenses Need Not Be Apportioned 


Accounting Circular No. 75 provides that, effective Feb- 
ruary 1, it will be no longer necessary to apportion among 
interested carriers the expense of heating, lighting, cleaning, 
etc., of passenger train equipment employed in through 
service over railroads under federal control. A fair proportion 
of the expenses should be charged against any non-federal 
road which participates in the through service. 


Division of Inland Traffic 


H. P. Anewalt, manager of inland traffic of the Navy 
Department, has issued a circular stating that the division 
ef inland traffic is about to discontinue its functions under 
the management of a representative of the Railroad Admin- 
istration. ‘Transportation matters will continue to be han- 
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dled by and under the direction of the Bureau of Supplies 
and Accounts by Navy personnel exclusively. The circular 
says the division has been of great assistance in reasonably 
securing the necessary transportation jor the successful prose- 
cution of the Navy war program, and pays a tribute to 
the hearty co-operation of the various departments and 
bureaus as well as the transportation lines. 


Comparison of Maintenance Work to Be Required 


The engineering and maintenance section of the Division 
of Operation has prepared, and will send out as soon as it is 
printed, a circular and five blank forms calling for a com- 
parison of the expenditures for maintenance of way and 
structures to measure the amount of upkeep during the 
period of federal control as compared with that during the 
test period. The preparation of these forms has been under 
discussion for several weeks as to the amount of information 
required to fully measure the amount of work performed; 
taking into consideration the difference in unit costs. The 
accounting section is also preparing io collect somewhat simi- 
lar data f um the accounting standpoint. 


Reorganization of the Southwestern Region 


Extensive Restoration of Former Conditions—Jurisdiction 
of Many Officers Changed 


T THE DIRECTION of B. F. Bush, Southwestern re- 

A gional director, the lines under his jurisdiction have 

been re-grouped, placing the constituent properties 

of the old systems under the same federal managers. Evi- 

dently this is the first step in returning the roads to private 
control. The re-grouping was effective March 1. 

LeRoy Kramer has resigned as federal manager of the 
Kansas City, Clinton & Springfield, the Missouri, Kansas 
& Texas, the Missouri, Oklahoma & Gulf, the St. Louis-San 
Francisco and the Paris & Great Northern, on February 
28, to become vice-president in charge of production of 
the Willys-Overland Company at Toledo, Ohio, effective 
March 1. 

J. S. Pyeatt, federal manager of the Abilene & Southern, 
the Fort Worth & Denver City, the Fort Worth & Rio Grande, 
the Fort Worth Belt, the Gulf, Colorado & Santa Fe, the 
Houston Belt & Terminal, the International & Great North- 
ern (Spring to Fort Worth and the Madisonville branch), 
the Quanah, Acme & Pacific, the Houston & Texas Central, 
the Texas Midland, the Union Terminal of Dallas, and the 
Wichita Falls & Northwestern now has under his jurisdic- 
tion the St. Louis-San Francisco; the St. Louis, San Fran- 
cisco & Texas; the Kansas City, Clinton & Springfield; the 
Fort Worth & Rio Grande; the Brownwood North & South; 
the Paris & Great Northern; the West Tulsa Belt; the 
Quanah, Acme & Pacific and the Rock Island-Frisco Ter- 
minal. Mr. Pyeatt’s headquarters will be in St. Louis, Mo. 

C. N. Whitehead, general manager of the Missouri, Kan- 
sas & Texas, with headquarters at St. Louis, has been ap- 
pointed federal manager of the Missouri, Kansas & Texas, 
the Missouri, Kansas & Texas of Texas (including the 
Trinity branch and the Beaumont and Great Northern), the 
Wichita Falls & Northwestern, the Oklahoma Belt and the 
Missouri, Oklahoma & Gulf. 

Alexander Robertson, federal manager of the Arkansas 
Central, the Louisiana & Arkansas, the Memphis, Dallas & 
Gulf, the Missouri Pacific, the Natchez and Louisiana 
Transfer, the Natchez Southern and the St. Louis-South- 
western, now has jurisdiction over the Arkansas Central, 
the Coal Belt Electric, the Memphis, Dallas & Gulf, the 


Missouri Pacific, the Natchez & Louisiana 
the Natchez & Southern. 

William Neff, general manager of the St. Louis South- 
western at St. Louis, has been appointed federal manager 
of the St. Louis Southwestern system with headquarters at 
Tyler, Tex., and his jurisdiction extended over the Dallas, 
Terminal, the Eastern Texas, the Southern Illinois & Mis- 
souri Bridge, and the Louisiana & Arkansas. 

J. L. Lancaster, federal manager at Dallas, Tex., of the 
Dallas Terminal and Union Depot, the Denison & Pacific 
Suburban, the Galveston, Houston & Henderson, the Gulf, 
Texas & Western, the Houston & Brazos Valley, the Inter- 
national & Great Northern (excluding the line from Spring 
to Fort Worth and the Madisonville branch), the Missouri, 
Kansas & Texas of Texas (Trinity branch), the St. Louis- 
Southwestern of Texas, the Texas Pacific, the Trans-Mis- 
sissippi Terminal and the Weatherford, Mineral Wells & 
North Western now has jurisdiction over the Denison & 
Pacific Suburban, the Fort Worth Belt, the Galveston, 
Houston & Henderson, the Gulf, Texas & Western, the 
Houston & Brazos Valley, the International & Great North- 
ern, the Texas & Pacific, the Trans-Mississippi Terminal and 
the Weatherford, Mineral Wells & Northwestern, with offices 
at Dallas. 

The office of district director at Dallas has been abolished 
and F. E. Pettibone, district director, has been appointed 
federal manager of the Pauls Valley, Lindsay and Sulphur 
districts of the Atchison, Topeka & Santa Fe, the Galveston 
Wharf Company, the Gulf, Colorado & Santa Fe, the Texas 
Midland, the Union Terminal of Dallas and the Ft. Worth 
Union Passenger Station, with headquarters at Dallas. 

W. B. Scott, federal manager of the Galveston Wharf 
Company, the Gulf Coast Lines, the San Antonio & Aransas 
Pass, the San Antonio, Uvalde & Gulf, and the Southern 
Pacific, Louisiana and Texas Lines, has been appointed 
federal manager of the Beaumont, Sour Lake and Western, 
the Galveston, Harrisburg & San Antonio, the Houston & 
Shreveport, the Houston Belt & Terminal, the Houston & 
Texas Central, the Houston East & West Texas, the Iberia 
St. Mary’s Eastern, the Iberia & Vermillion, the Lake Charles 


Transfer and 
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& Northern, the Louisiana Western, the Morgan’s Louisiana 
& Texas, the New Orleans, Texas & Mexico, the St. Louis, 
Brownsville & Mexico, the San Antonio & Aransas Pass, 
the San Antonio, Uvalde & Gulf, the Southern Pacific Ter- 
minal, the Texas & New Orleans and the Trinity & Brazos 
Valley. Mr. Scott’s headquarters will be in Houston, Tex. 

J. A. Edson, federal manager of the Joplin Union Depot, 
the Kansas City, Mexico & Orient, the Kansas City, Mexico 
& Orient of Texas, the Kansas City Southern, the Midland 
Valley, the Missouri & North Arkansas, the Houston East 
& West Texas, the Texarkana & Fort Smith and the Vicks- 
burg, Shreveport & Pacific, becomes federal manager of 
the Arkansas Western, the Joplin Union Depot, the Kansas 
City, Shreveport & Gulf, the Kansas City, Mexico & Orient, 
the Kansas City Southern, the Midland Valley, the Missouri 
& North Arkansas, the Poteau Valley, the Texarkana & Fort 
Smith, the Vicksburg, Shreveport & Pacific and the Wichita 
Union Terminal. 


Consequent Changes in Subordinate Positions 


The change in grouping of the lines in the Southwestern 
region consequently meant changes in subordinate officers 
under these federal managers, and immediately upon their 
appointment each of the six men named issued circulars 
appointing subordinates for the roads under their respective 
jurisdiction. 

J. S. Pyeatt made the following appointments: B. T. 
Wood, assistant to the federal manager of the Missouri, 
Kansas & Texas and the St. Louis-San Francisco, to be 
assistant to the federal manager of all lines under Mr. 
Pyeatt’s jurisdiction; J. M. Kurn, general manager of the 
Kansas City, Clinton & Springfield, the Paris & Great North- 
ern and the St. Louis-San Francisco, has had his jurisdic- 
tion extended over the West Tulsa Belt, and the Rock Island- 
Frisco Terminal, with headquarters at St. Louis; O. H. 
McCarty is appointed general manager of the St. Louis-San 
Francisco & Texas, the Fort Worth & Rio Grande, the 
Brownwood North & South and the Quanah, Acme & Pa- 
cific, with offices at Fort Worth, Tex.; A. Hilton, assistant 
traffic manager at St. Louis for the Missouri, Kansas & 
Texas, and the St. Louis-San Francisco, is appointed as- 
sistant traffic manager of the St. Louis-San Francisco, the 
Kansas City, Clinton & Springfield, the Paris & Great North- 
ern, the West Tulsa Belt and the Rock Island-Frisco Ter- 
minal; P. O. Jackson, general baggage agent at Dallas for 
the Missouri, Kansas & Texas of Texas, is appointed general 
passenger and freight agent of the St. Louis-San Francisco 
& Texas, the Fort Worth & Rio Grande, the Brownwood 
North & South and the Quanah, Acme & Pacific; W. F. 
Evans, general solicitor for the Paris & Great Northern and 
the St. Louis-San Francisco, is appointed general solicitor 
for all lines under Mr. Pyeatt’s jurisdiction, with head- 
quarters at St. Louis; F. G. Jonah, chief engineer of the 
Katy-Frisco lines, retains jurisdiction over the St. Louis-San 
Francisco, the Kansas City, Clinton & Springfield, the Paris 
& Great Northern, the West Tulsa Belt and the Rock Island- 
Frisco Terminal with headquarters at St. Louis and also the 
St. Louis-San Francisco & Texas, the Fort Worth & Rio 
Grande, the Brownwood North & South and the Quanah, 
Acme & Pacific, with headquarters at Fort Worth; G. E. 
Scott, purchasing agent of the St. Louis-San Francisco, and 
the Missouri, Kansas & Texas at St. Louis, is appointed pur- 
chasing agent for all lines under the jurisdiction of Mr. 
Pyeatt; H. J. Cornin, auditor of the St. Louis-San Fran- 
cisco at St. Louis, is appointed federal auditor of the St. 
Louis-San Francisco, the Kansas City, Clinton & Springfield, 
the Paris & Great Northern, the West Tulsa Belt and the 
Rock Island-Frisco Terminal, with headquarters at St. Louis; 
C. S. Snow, assistant auditor of the Missouri, Kansas & 
Texas of Texas at Dallas, is appointed auditor of the St. 
Louis-San Francisco & Texas, the Fort Worth & Rio Grande, 
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the Brownwood North & South, with offices at Fort Worth; 
E. M. Smith, auditor of the Kansas City, Clinton & Spring- 
field at Springfield, Mo., continues in that position; T. K. 
Hawkins is appointed auditor and federal treasurer of the 
Quanah, Acme & Pacific, with headquarters at Quanah, 
Tex.; F. H. Hamilton, acting federal treasurer of the St. 
Louis-San Francisco, is appointed acting federal treasurer of 
the St. Louis-San Francisco, the Paris & Great Northern, 
the West Tulsa Belt and the Rock Island Frisco Terminal, 
at St. Louis; L. C. Wilds is appointed acting federal treas- 
urer of the St. Louis-San Francisco of Texas, the Fort Worth 
& Rio Grande and the Brownwood North & South, with head- 
quarters at Fort Worth, and R. F. McGlothlan continues as 
acting federal treasurer for the Kansas City, Clinton & 
Springfield at Springfield. 

For the roads under the jurisdiction of C. N. Whitehead, 
the following appointments are announced: W. E. Williams, 
auditor of the Mississippi Eastern at Quittman, Miss., is 
appointed general manager of all roads under Mr. White- 
head’s jurisdiction, with headquarters at Dallas; C. Haile, 
traffic manager of the Missouri, Kansas & Texas, and the 
St. Louis-San Francisco, is appointed traffic manager of 
the Missouri, Kansas & Texas, the Oklahoma Belt, the Mis- 
souri, Oklahoma & Gulf, with headquarters at St. Louis, 
and also traffic manager of the Missouri, Kansas & Texas of 
Texas, and the Wichita Falls & Northwestern, with head- 
quarters at Dallas; Joseph M. Bryson, general attorney of 
the Missouri, Kansas & Texas, is appointed general solicitor 
of all roads under Mr. Whitehead’s jurisdiction, with head- 
quarters at St. Louis; E. L. Martin, engineer of maintenance 
of way of the Missouri, Kansas & Texas at Parsons, Kan., is 
appointed chief engineer of the Missouri, Kansas & Texas, 
the Oklahoma Belt and the Missouri, Oklahoma & Gulf with 
headquarters at St. Louis and also chief engineer of the 
Missouri, Kansas & Texas of Texas, and the Wichita Falls 
& Northwestern, with headquarters at Dallas; G. E. Scott, 
purchasing agent of the Missouri, Kansas & Texas and the 
St. Louis-San Francisco at St. Louis, has been appointed 
purchasing agent of all lines under Mr. Whitehead’s juris- 
diction, with headquarters at St. Louis; J. G. Livengood, 
general auditor of the St. Louis-San Francisco and the 
Missouri, Kansas & Texas at St. Louis, is appointed federal 
auditor of the Missouri, Kansas & Texas, the Oklahoma Belt 
and the Missouri, Oklahoma & Gulf, with headquarters at 
St. Louis; O. H. Bower, general auditor of the Fort Worth 
& Denver City, and the Houston, Belt & Terminal and 
federal auditor of the Gulf, Colorado & Santa Fe, is ap- 
pointed auditor of the Missouri, Kansas & Texas of Texas, 
with headquarters at Dallas. O. B. Womack continues to 
act as auditor of the Wichita Falls & Northwestern, with 
headquarters at Wichita Falls, Tex.; C. T. Carson also re- 
tains the position of auditor of the Missouri, Oklahoma & 
Gulf, with headquarters at Muskogee, Okla.; F. Johnson, 
acting federal treasurer of the Missouri, Kansas & Texas at 
St. Louis, is also appointed acting treasurer of the Oklahoma 
Belt; W. O. Hamilton continues as acting federal treasurer 
of the Missouri, Kansas & Texas of Texas at Dallas; A. W. 
Eichenberger, local treasurer of the Wichita Falls & North- 
western, is appointed acting federal treasurer of the Wichita 
Falls & Northwestern, with headquarters at Wichita Falls; 
W. P. Dewar, corporate treasurer of the Missouri, Oklahoma 
& Gulf, is appointed acting federal treasurer of the same 
road, with headquarters at Muskogee, Okla.; V. G. Hopkins 
is appointed special assistant, with headquarters at St. Louis, 
of all lines under the jurisdiction of Mr. Whitehead. 

W. N. Neff has organized the control of roads under his 
jurisdiction as follows: J. E. Callahan, superintendent of 
the Pine Bluff division of the St. Louis Southwestern, is 
appointed general manager of all lines under Mr. Neff’s 
jurisdiction, with headquarters at Tyler, Tex.; J. P. Park, 
general freight agent of the St. Louis Southwestern at St. 





554 


Louis, is appointed general freight agent of the St. Louis 
Southwestern and the Southern Illinois and Missouri Bridge, 
with headquarters at St. Louis; E. W. LaBeaume, general 
passenger agent of the St. Louis Southwestern at St. Louis, 
is also appointed general passenger agent of the Southern 
Illinois & Missouri Bridge; J. F. Lehane is appointed general 
freight and passenger agent of the St. Louis Southwestern of 
Texas, the Eastern Texas and the Dallas Terminal and 
Union Depot, with headquarters at Tyler; B. S. Atkinson 
continues to act as general freight and passenger agent of the 
Louisiana & Arkansas at Texarkana, Ark.; Daniel Upthe- 
grove, general solicitor for the St. Louis Southwestern, with 
headquarters at St. Louis, has had his jurisdiction extended 
over the Southern Illinois & Missouri Bridge and the Louisi- 
ana & Arkansas, with offices at St. Louis; E. B. Perkins, 
general attorney of the St. Louis Southwestern of Texas is 
appointed in addition, general attorney of the Eastern Texas 
and the Dallas Terminal and Union Depot; A. A. Mathews 
is appointed chief engineer at Tyler of all lines under the 
jurisdiction of Mr. Neff; C. A. How, purchasing agent at 
St. Louis for the St. Louis Southwestern, the Arkansas Cen- 
tral, the Louisiana at Arkansas, the Memphis, Dallas & 
Gulf, the Missouri Pacific, the Natchez & Southern and the 
American Refrigerator Transit Company, is appointed pur- 
chasing agent for all lines under the jurisdiction of Mr. Neff, 
with headquarters at St. Louis; R. D. Cobb, auditor of the 
St. Louis Southwestern at St. Louis, is appointed federal 
auditor of the St. Louis Southwestern, the Southern Illinois 
& Missouri Bridge and the Louisiana & Arkansas; A. R. 
Wood, auditor of the St. Louis Southwestern of Texas at 
Tyler, has had his jurisdiction extended over the Eastern 
Texas and the Dallas Terminal and Union Depot; W. J. 
- Wright, auditor of the Louisiana & Arkansas Railroad at 
Texarkana, Ark., continues to act in that capacity; C. 
Messick, federal treasurer of the St. Louis Southwestern at 
St. Louis, is also appointed acting federal treasurer of the 
Southern Illinois & Missouri Bridge; J. W. Hogan, local 
treasurer of the St. Louis Southwestern of Texas at Tyler, is 
appointed acting federal treasurer of the St. Louis South- 
western of Texas, the Eastern Texas and the Dallas Terminal 
and Union Depot, with headquarters at Tyler. W. F. 
Wright continues as acting federal treasurer of the Louisiana 
& Arkansas at Texarkana. 

The following appointments are made by F. G. Pettibone, 
to cover all lines under his jurisdiction: W. E. Maxson, 
general manager of the Fort Worth & Rio Grande, the Fort 
Worth Belt, the Gulf, Colorado & Santa Fe, the Houston 
Belt & Terminal, the International & Great Northern (Spring 
to Fort Worth and Madisonville branch), and the Texas 
Midland, is to be general manager, with headquarters at 
Galveston, Tex.; J. S. Hershey, general freight agent of the 
Gulf, Colorado & Santa Fe and the Texas Midland, is to be 
freight traffic manager, with offices at Dallas; W. S. Keenan, 
general passenger agent of the Gulf, Colorado & Santa Fe 
and the Texas Midland, is to be passenger traffic manager 
at Galveston; J. W. Terry, general solicitor of the Fort Worth 
& Denver City, the Fort Worth Belt, the Gulf, Colorado & 
Santa Fe, the International & Great Northern (Spring to 
Fort Worth and Madisonville branch), the Missouri, Kansas 
& Texas of Texas, the Quanah, Acme & Pacific and the 
Texas Midland, is to be general solicitor, with headquarters 
at Dallas; F. Meritt, chief engineer of the Fort Worth & 
Denver City, the Fort Worth & Rio Grande, the Colorado, 
Gulf & Santa Fe, the International & Great Northern (Spring 
to Fort Worth and Madisonville branch), the Missouri, Kan- 
sas & Texas of Texas, and the Texas Midland, is to be chief 
engineer, with headquarters at Dallas; R. L. Irwin, purchas- 
ing agent of the Galveston, Houston & Henderson, the Inter- 
national & Great Northern (Spring to Fort Worth and 
Madisonville branch), the Missouri, Kansas & Texas of 
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Texas (Trinity branch), the St. Louis & Southwestern of 
Texas and the Texas & Pacific, is to be purchasing agent, 
with headquarters at Dallas; W. D. McLeod, auditor of the 
Gulf, Colorado & Santa Fe and the Houston Belt & Terminal, 
is to be federal auditor, with headquarters at Galveston; 
T. E. Corley continues to act as auditor and acting federal 
treasurer of the Texas Midland at Terrell, Tex. A. C. Tor- 
bert, local treasurer at Galveston for the Gulf, Colorado & 
Santa Fe, is appointed acting federal treasurer of the Gulf, 
Colorado & Santa Fe, the Fort Worth Union Passenger Sta- 
tion, the Union Terminal of Dallas, and the Galveston 
Wharf Company. 

The re-grouping of roads in this region has made neces- 
sary the issuing of instructions to the superintendents of the 
Fort Worth, the Galveston and the San Antonio terminals, 
who will report respectively to J. L. Lancaster, F. G. Petti- 
bone and W. B. Scott. 

The Fort Worth & Denver City, the Wichita Valley, the 
Wichita Falls & Oklahoma and the Abilene Southern have 
been placed under the jurisdiction of Hale Holden, regional 
director of the Central Western region, who in turn has ex- 
tended the jurisdiction of Robert Rice, general manager of the 
Colorado & Southern over all departments of these roads. No 
further changes in connection with these lines have been 
announced. 

In accordance with the regrouping of the lines of the 
Southwestern region, W. B. Scott has made the following ap- 
pointments with jurisdiction over the Trinity & Brazos Val- 
ley, the Houston Belt & Terminal, the Houston & Texas 
Central, the Houston East and West Texas and the Houston 
& Shreveport; G. F. Waid to be general manager; Messrs. 
Botts, Parker and Garwood to be general solicitors; Gentry 
Waldo to be traffic manager; I. A. Cottingham to be chief 
engineer, M. P. Randolph to be purchasing agent and G. R. 
Cottingham to be federal auditor. L. H. Attwell, Jr., is ap- 
pointed auditor and G. A. Gandre, acting federal treasurer 
of the Trinity & Brazos Valley. M. Eckert is appointed 
anditor and J. H. Lauderdale is appointed acting federal 
treasurer of the Houston Belt & Terminal. C. B. Udell 
is appointed acting federal treasurer of the Houston & Texas 
Central, the Houston East & West Texas and the Houston & 
Shreveport. The offices of all of these men will be at 
Houston, Tex. 

The St. Louis-San Francisco line between Memphis and 
Birmingham has been transferred from the Southern to the 
Southwestern region effective March 1. The Illinois Central 
lines north of Cairo and Paducah are transferred from the 
Central Western to the Southern region and the Chicago, 
Rock Island & Gulf, the Chicago, Rock Island & Pacific 
(from St. Louis, Mo., to Kansas City, Herington, Kan., to 
Salina and all lines south and east of the main line between 
Herington, Kan., and Tucumcari, N. M.), the Fort Worth 
& Denver City, the Wichita Valley, the Wichita Falls & 
Oklahoma and the Abilene & Southern are transferred from 
the Southwestern to the Central Western region. 

The part of the Rock Island Line transferred from the 
Southern to the Central Western region has been placed 
under the jurisdiction of J. E. Gorman, federal manager of 
the Rock Island Lines in the Central Western region. 


The Brotherhood of Railway Clerks held a southwestern 
district convention at Houston, Texas, on February 22. This 
district is composed of the states of Arkansas, Oklahoma, 
Missouri, Kansas, New Mexico, Arizona, Louisiana and 
Texas. J. E. Morgan, of Dallas, Texas, president of the 
Southwestern Federation, presided. The next semi-annual 
southwestern district convention will be held at New Orleans 
on August 23. 





March 7, 1919 


Orders of Regional Directors 


HIPPING DAY GUIDES.—The regional director of the Alle- 
gheny region has issued instructions governing the 
preparation of consolidated shipping day guides of dif- 

ferent roads together with an outline of the procedure which 
should be followed in analyzing tonnage statistics preparatory 
to fixing “sailing days” for less than carload freight. At 
larger stations the traffic movement should be studied for 
at least twelve days, and at smaller stations thirty days, in 
order to get reliable data concerning the aggregate volume 
of tonnage. A consolidated guide for New York city has 
already been issued, to go into effect on March 10. This 
is a book of 235 pages, 444 in. by 10% in. With this book 
a shipper has before him in compact form all the data for 
all of the roads of the city. For example, freight will be 
taken for Los Angeles on Monday by the Lehigh. Valley, 
pier 34, or the Erie at Harlem Transfer; on Tuesday by the 
Baltimore & Ohio, at pier 22; on Wednesday, by the New 
York Central at 37th street; on Thursday by the Lehigh 
Valley, at pier 34; on Friday by the Baltimore & Ohio, at 
pier 22, and the Erie at the Harlem Transfer; and on Satur- 
day by the New York Central at 37th street. The delivering 
road, whichever route is taken, will be the Atchison, Topeka 
& Sante Fe. For Long Beach, Cal., the instructions are the 
same except that the delivering company is the Southern 
Pacific. For San Francisco, shipments may be made every 
day by three different roads, two of them delivering to the 
Southern Pacific, and one to the Santa Fe; and on two days 
in the week the Santa Fe has another route. 

Back Pay as Affecting Monthly Comparisons.—The 
regional director, Eastern Region, by his circular of February 
21, numbered 1801-22A536, conveys to federal managers the 
request of the Operating Statistics Section (Washington) for 
monthly statements for this year, made out to show true com- 


parisons with the same months of 1918. Statements should | 


show actual expenses in each year, but a supplement should 
be attached giving a restatement of general accounts with 
allowances for back pay. In reporting unit cost of train 
service the seven primary accounts must also be restated. 
For example, for January, 1918, the expenses actually ac- 
crued in that month must be given, plus the January propor- 
tion. of back pay which was paid subsequent to June 1, 1918; 
while the expenses for these later months should be those 
actually accrued in that month minus all back pay which is 
included but is applicable to previous months. Where the 
comparisons cannot be given with accuracy, close estimates 
will be accepted. 

Grain Embargo—Primary Market.—Supplement 11 to 
Circular 161 of the Central Western regional director similar 
to Supplement 19 of Circular 34 of the Northwestern re- 
gional director, abstract of which was published in the 
Railway Age of February 28 (page 486). 

L. C. L. Sailing Day Plan—Circular 178 of the South- 
western regional director directs representatives of railroads 
who come in contact with shippers and consignees to post 
themselves as to the merits of the sailing day plan and to 
overlook no opportunity to discuss it with patrons of the 
road. Traffic men in particular should ‘keep in touch with 
the local conditions at local points and co-operate to the fullest 
extent. This action is to offset adverse agitation by shippers 
which is due principally to unfamiliarity with the plan. It is 
the duty of all concerned to give particular attention to 
the working out of this plan and the handling of merchan- 
dise in general at all points to insure, (a) that freight is 
properly loaded in accordance with the sailing day plan, 
(b) that cars leave originating terminal on day scheduled 
to depart, and that under no circumstances must cars be 
held over for additional tonnage, (c) that shipments move 
on schedule time to destination. 

Relations Between the Federal Administration and State 
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Commissions.—In a letter to Northwestern railroads dated 
February 27, the Northwestern regional director calls atten- 
tion to general order 58 of the director general and suggests 
(1) the selection from the staff of employees of one or more 
persons in each state whose duty it shall be to frequently 
and not less than once a week call upon the commissioners 
of that state for the purpose of advising with them,. learning 
whether or not there are complaints as to service or efficiency 
and adjusting any of those minor matters which intelligent 
personal attention can ordinarily satisfy; (2) that an agent 
of the Federal Administration, ordinarily the state attorney, 
general manager or superintendent, be designated in each 
state, filing his name and address with the commission, 
upon whom service can be made as to any pending pro- 
ceeding; (3) that all officers, agents and employees of the 
United States Railroad Administration be directed to supply 
information and render assistance as requested by any state 
commission. In all matters of doubt or unusual importance 
advise with the regional director. Copies of all notices and 
reports of complaints and the progress of same must be 
furnished to the regional director who desires to keep in 
touch with all proceedings before the state Commissions. 

Stored Equipment.—The Northwestern regional director 
File 57-1-27 calls attention to the necessity for such action 
as seems appropriate to protect from fire empty cars standing 
in storage yards. A letter is quoted from Charles N. Rambo, 
manager of the fire loss and protection section, of the Division 
of Finance and Purchases, citing the article in the “Manual 
of Fire Protection on Railroad Property” on pages 34 and 35 
entitled “Fire risk in connection with storage or concentra- 
tion of cars on sidings, in yards, or at terminals.” 

United States Employment Service Posters —File 3-1-21 
of the Northwestern regional director similar to Supplement 
2 to Circular 67 of the Southwestern regional director, abstract 
of which was published in the Railway Age of February 28 
(page 486). 

Telegrams Sent Over Railroad Wires.—Circular 242 .of 
the Central Western regional director similar to Order 156 
of the Southwestern regional director, abstract of which was 
published in the Railway Age of February 14 (page 393). 

Transportation of Directors, Corporate Officers and Em- 
ployees.—Order 109 Supplement 13, Cancelling Supplement 
11 of the Southwestern regional director similar to Supple- 
ment 14 to Circular 29 of the Central Western regional 
director, abstract of which was published in the Railway Age 
of January 10 (page 159). 

Carloading Efficiency.—Circular 177 of the Southwestern 
regional director calls attention to the practice of shippers 
ordering small capacity cars and insisting on such cars being 
furnished, notwithstanding empty cars of larger capacity 
are available for their loading. This involves additional 
switching and empty haul. Shippers should be encouraged 
to continue to load heavily but extraordinary switching serv- 
ice and empty car movements are not warranted. 

Car Efficiency—Intensive Loading.—By Circular 179 the 
Southwestern regional director calls attention to the import- 
ance of continuing the campaign which brought about suc- 
cessful loading of freight cars. Agents or others who receive 
orders from shippers for cars should inquire as to the weight 
of the freight which is to be shipped and if below the maxi- 
mum try to induce the shipper to load to the maximum. If 
the amount ordered does not provide for the maximum 
loading, try to get the consignee to increase the order. 

Lettering of Locomotives——The Eastern and the South- 
western Regional Directors have announced that on locomo- 
tives ordered by the director general for individual roads, 
and which are paid for by the roads, the letters “U. S.” need 
not be shown on the engines or tenders. 

Freight Claims.—The regional director, Eastern region, by 
circular 600-19A544, calls attention to the necessity for 
prompt reply to communications from the freight claim de- 
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partment. J. H. Howard, manager of the claims and prop- 
erty protection section, reports that where claims are not 
dealt with promptly, the delay, in a large percentage of cases 
is found to be due to the inability of the freight claim de- 
partment to get prompt and satisfactory replies to inquiries 
addressed to agents. Mr. Howard also calls attention to the 
fact that some freight claim officers do not promptly advise 
the “special agent” (police) in regard to shortages which 
indicate pilferage. There should be close co-operation be- 
tween the freight claim officers and the special agents. The 
Northwestern Regional Director’s circular No. 24-1-44 covers 
the same subject. The Southwestern Regional Director, in 
order No. 168, gives instructions on pilferage for all freight 
claim offices. 

Passenger Train Performance.—The regional director of 
the Eastern region, by circular 1801-14A553, gives instruc- 
tions for making daily reports of passenger train perform- 
ance, to be sent by telegraph both to Washington and to the 
regional director. Besides the usual data showing the num- 
ber of trains, minutes late, etc., all unusual operating diffi- 
culties such as storms must be briefly explained. Trains 
making runs of less than 50 miles are to be omitted, also 
branch trains dependent on main line connections; and delays 
of ten minutes or less are not to be considered. The circular 
prescribes a cipher to be used to economize telegraphing. The 
Northwestern Regional Director, by circular No. 95-1-12 
‘ gives instructions on this subject. 

Requests for Statistical Data.—The regional director of 
the Eastern region, by circular No. 1801-118A543, promul- 
gates the instructions of the director general to the effect 
that when requests are received from governmental depart- 
ments, not a part of the Railroad Administration, asking for 
statisical information, they should be referred to C. A. Prouty, 
director of the Division of Accounting, Washington. It is 
believed that these matters can be handled with more expedi- 
tion and economy at Washington than by the regional or 
local offices. The Southern regional director, by file 1831- 
2-6.. and the Southwestern Regional Director, by circular 
No. 182, give similar instructions. 

Journal Box Packing.—The regional director of the East- 
ern region, by circular No. 500-13-14A540, advises federal 
managers that journal box packing for locomotives and cars 
may be bought under the individual roads’ specification, the 
Railroad Administration specification R-94-A not being 
compulsory. 

Gas Masks—-The Eastern regional director by circular 
No. 1800-10-5A541, and the Southern regional director by 
file 1862-6 call attention to the fact that gas masks used in 
the army are not effective against poisonous constituents of 
coal smoke or coal gas, as found in railroad tunnels. Dr. 
D. Z. Dunott, chairman of the Committee on Health and 
Medical Relief, of the Division of Operation, has advised 
the regional directors of this fact, and it is suggested that 
roads which have bought gas masks with a view to using 
them in the railroad service make further investigation. Dr. 
Dunott says: 

“Tf smoke consists merely of liquid and solid particles, 
with some hydrogen sulphide, sulphur dioxide and some 
irritant gases, it would be possible to use an ordinary army 
gas mask; if, on the other hand there is more than .05 per 
cent of carbon monoxide present the mask will be more of a 
danger than an assistance. Further, the Hayward respirator 
which has been purchased by one road, is not designed for 
eliminating gases; it simply protects against particles * * *.” 

Car Distribution—Use of Open Top Cars.—In Freight 
Car Distribution Notice No. 4 the Northwestern regional 
director states that notwithstanding the present car surplus 
there are roads which are forcing the restrictions on the use 
of open top cars for materials other than coal, coke or raw 
materials used in blast furnace operation, formerly in effect 
under Circular CS-13 and Supplement 1 thereto issued by 
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the Car Service Section. While it should be understood that 
in the use of this class of equipment preference still is re- 
quired where necessary for coal and iron ore traffic, there 
is at the present time such an abundant supply that there 
can hardly be any occasion for failure to supply all such 
cars required for any class of loading. 

Southern Freight Inspection Bureau.—The Southern 
Freight Inspection Bureau has been established to take over 
the duties of the following existing organizations: South- 
ern Weighing and Inspection Bureau, Virginia & West Vir- 
ginia Demurrage and Storage Bureau, North Carolina De- 
murrage Bureau, Southeastern Demurrage Bureau, Alabama 
Demurrage and Storage Bureau, Tennessee Demurrage and 
Storage Bureau, East Tennessee Demurrage and Storage Bu- 
reau, Louisville Demurrage and Storage Bureau, and St. 
Louis Demurrage and Storage Bureau, within the boundaries 
of the Southern region. The new bureau will enforce the 
regulations dealing with: freight car demurrage, freight stor- 
age, descriptions of carload and less than carload freight, 
carload and less than carload weighing, milling and other 
transit arrangements (where specifically arranged for), 
packing and marking regulations, stowage of carload freight, 
and veterinary inspection. In instances where the railroads 
are now individually performing any of the stated duties, 
they will either be supervised or taken over by the new 
bureau. I. G. Markey is appointed manager, and F. M. 
Hardin, assistant manager, of the bureau, with headquarters 
at Atlanta, Ga. 

Storage Ll. c. l. Shipments.—The regional director, Eastern 
region, by file 600-2-46A554 suggests that where freight 
houses are not being used to capacity, l. c. 1. shipments should 
be stored in freight houses instead of being sent to public 
warehouses. Storage is to be charged in accordance with 
Agent Boyd’s Tariff No. 139, I. C. C. No. U.S. 1. 

Rental Rate for Locomotives—The regional director, 
Eastern region, by file 500-1-3A555, prescribes the rental 
rate for locomotives as one mill per pound of tractive power 
per dav, with a minimum of fifteen dollars a day. This 
cancels circular, file 3000-42, of March 12, 1918. The 
Northwestern and the Southwestern regional directors have 
issued similar orders. 


The Use of the Railograph in 
Valuations for Taxation Purposes 


By Cuthbert E. Reeves 
Ellsworth, Barrows & Reeves, Engineers, 


Buffalo, N. Y. 


HIE RAILOGRAPH has been used increasingly of late years 
to determine the wear of rail under various conditions 
and the necessity of renewals, but, so far as known 

to the writer, it has not heretofore been employed as a 
test of value for taxation. In the State of New York the 
courts have held that the measure of value for local assess- 
ment of railroad property, in the case of a paying railroad, 
is the cost of reproduction less depreciation. During the 
trial of a recent case to determine the proper assessment of 
a section of its four-track main line in a taxing district 
of this state, one of the trunk line railroads introduced tes- 
timony as to the value of the rails in its main tracks and 
side tracks based upon the theoretical condition of it under 
the application of the “Straight Line” theory of deprecia- 
tion. In brief, a life of eight years was allotted all rail in 
the passenger or high-speed tracks, at the end of which time 
they were assumed to be equivalent to relayer; an additional 
life of eight years in the low-speed tracks was then allowed, 
at the expiration of which their value was predicated to be 
scrap. Rails in sidetracks were considered to have reached 
a condition equivalent to scrap when laid. 
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For purposes of taxation it is of course desirable to arrive 
at a valuation fair to both the owner of the property assessed 
and to the community at large, and, in the case of a property 
involving special construction beyond the ability of the or- 
dinary assessing body properly to appraise, it is especially 
to be desired that such valuation shall be applicable over a 
period of years. In a given taxing district the present value 
of some elements of such property may vary somewhat from 
‘year to year, but it is beyond the powers of the ordinary 
assessing board to follow up these changes, such as rail re- 
newals, repainting of bridges and buildings, repointing of 
masonry, etc. 

It is well known that the practice of our railroads in gen- 
eral is to maintain their properties at a uniformly high 
standard of efficiency, and in so far as track, bridges and 
other items classed as “Road” are concerned, there will be 
little change in value from year to year aside from that 
occasioned by additions and betterments. In valuations for 
the purpose of equalizing such assessments our practice has 
been for years to use the “Average Condition” theory in 
determining the present value of many items of construction. 
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A Typical Record Sheet 


This is especially applicable to rails, where the age is but 
one of many factors affecting its condition. Replacements 
of breakages, varying degrees of wear on curve and tangent, 
excessive wear at stations, water plugs and other stopping 
places, standard of roadbed, and many other considerations 
entering into the finding of an exact result. 

The condition of fencing is subject to much the same de- 
termination. Posts are renewed here and there and wire 
patched in other places. In fact, all articles which are con- 
stantly renewed in kind lend themselves much more to the 
“Average Condition” theory of depreciation than to the 
better known and commonly accepted “Straight Line.” 

In the case referred to in this article we were retained by 
the taxing district to report upon the value of the railroad 
property, and to assist in upholding the assessment. As in 
all such cases, our valuation of the rail was based upon the 
“Average Condition” theory. For example, all main track 
rail was considered to have reached a point half-way be- 
tween its cost as laid new and its value as relayer when 
removed from main track. On roads with good standards 
of maintenance the percentage of rails too poor to be classed 
as relayer is ordinarily very low, and offset by the superior 
condition of those replacing breakages, etc., subsequent to 
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the original laying to a face. Side-track rail was taken to 
be in a condition half-way between cost to lay as relayer 
and value as scrap. 

While the application of these rules in certain cases, such 
as that of a stretch of new rail recently laid, or, a section 
about to be renewed, would fail to give a technically correct 
value as of a given date, we believe that over a period of 
years the result would be eminently fair to both parties. 

Although it is not recommended as being practicable or 
considered desirable, ordinarily, to ascertain the exact con- 
dition of rail for purposes of taxation, the necessity of in- 
troducing evidence as to the same in this action, and the 
adaptability of this section of the railroad to such a test, 
owing to the numerous different brands and years of rail 
and the freedom from curvature and excessive grade, led to 
the decision to take exact measurements by means of the 
railograph. The field work was carried out under the direction 
of the writer. Sections were taken on both rails of each of 
the four main tracks at uniform spacing, no effort being 
made to select or to miss certain rails. 

They were all inscribed directly upon standardized cards, 
a sample of which is shown. All data as to location, weight, 
brand, etc., were noted in the field. ‘The space provided for 
cross-sectional areas new and as found in the field was filled 
in later in the office, the present areas being run three times 
with a planimeter and the average result used. From this 
the percentage of loss was computed and listed, being re- 
solved later into terms of percentage of the loss allowable to 
reduce the rail to relayer condition, to wit, three pounds per 
yard, the standard of the railroad involved. This was com- 
puted for the head of the rail, as it was found that the sec- 
tions were practically unchanged in web and flange, and 
in many instances over-ran the theoretical original area. 

The loss in 100-lb. rails was found to be 2.83 per cent, 
averaged by the number of rails measured and 2.99 per 
cent averaged by the mileage of the various brands and 
years. The loss of the 80-lb. by the number of rails meas- 
ured proved te be 5.43 per cent and by mileage 5.63 per 
cent. The avevage loss of head in the 100-]b. rails after an 
average use of 6.75 yr. was but 35.8 per cent of that re- 
quired to reduce them to relayer condition, being remarkably 
uniform and very much less than that which an application 
of the straight line depreciation from new to relayer in eight 
years would imply. The 80-lb. rail in the freight tracks 
showed an average loss of 62 per cent of that allowable, in 
spite of their average length of use of 7.9 yr. under heavy 
traffic. The average condition of all main track rail proved 
to be slightly better than half-way between new and relayer. 
While other factors than loss of section enter into the classi- 
fication of rail as relayer, etc., for this discussion they may 
be neglected, the rails under consideration being well main- 
tained, straight, free from surface bends, no curve wear, 


‘and ends free from battering. 


Examination of some of the first sections taken disclosed 
a width of head in some cases 3/64 in. greater than the 
theoretical, and check measurements taken with a mi- 
crometer caliper corroborated the railograph prints, the extra 
width probably being due to variations in the rolls. Devia- 
tions from the standard were also noted in the fillets of the 
flanges and in the angles of the under side of the heads, these 
probably being due in part to wear in the rolls and in part 
to excess shrinkage. 

Data are not available as to the tonnage passing over these 
tracks during the period involved, and it is regretted that 
comparison with the data disclosed by other railograph ob- 
servations is not possible. Conclusions as to wear based 
solely upon the factor of length of use are of course reliable 
only when taken in conjunction with the tonnage borne and 
other factors entering into such an analysis. 
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W. H. Finley, president of the Chicago & North Western 
Railway Company, will present a paper on the design and 
construction of the large grain elevator recently built by 
that company, at Chicago, before the Western Society of 
Engineers, Chicago, on Monday evening, March 10. 


Charges of grand larceny were preferred against nine em- 
ployees of the Baltimore & Ohio, at Youngstown, Ohio, last 
week—one chief clerk, one general yard master, one round- 
house foreman, two freight conductors and four brakemen. 
One conductor was also charged with carrying concealed 
weapons. These arrests follow the investigation of a large 
number of robberies of freight cars. 


A strike of boatmen in New York harbor paralyzed local 
traffic on Tuesday, Wednesday and Thursday of this week, 
the passenger ferries of the Delaware, Lackawanna & West- 
ern being the only railroad craft which were kept running. 
Embargoes were placed in all directions against freight for 
New York over routes which have to use ferries or floats to 
reach the city, and the outbound freight stations on the 
docks refused practically all shipments. Passengers crossed 
the river, with some delay, through the tunnels. As we go 
to press it is expected that the Railroad Administration will 
grant the eight-hour day and other demands of the strikers; 
but the attitude of the owners of other boats has not been 
disclosed. 


Major C. W. Cochran has been appointed assistant pro- 
fessor of military science and tactics at Northwestern Uni- 
versity, Evanston, Illinois. Until March, 1917, Maj. Cochran 
was engineer of maintenance of way of the Cleveland, Cincin- 
nati, Chicago & St. Louis at Galion, Ohio, at which time he 
received leave of absence to take a three-months’ course at 
the Officers’ Training Camp at Fort Meyer, Va., after which 
he was commissioned a captain. He was assigned to duty 
in the office of the chief of engineers, U. S. A., where he 
served from September, 1917, to February, 1918. He was 
then assigned to the 32nd Engineers and assisted in organiz- 
ing that regiment, which was a special railway and bridge 
unit. Shortly after he was ordered to France, where he was 
placed in charge of work on lines of communication and of 
a number of construction projects. In July, 1918, he was 
promoted to the rank of major of engineers and was ordered 
back to the United States to assist in organizing regiments 
for oversea service, but just before returning to America he 
was sent to the front lines for a period of observation and 
study. Soon after Major Cochran reached the United States 
the armistice was signed and the new regiments were dis- 
banded. He was then assigned to the 2nd Engineers, from 
which he was assigned to his present duty, as stated above. 


Railway Troops Coming Home 


A number of the railroad units of the army in France have 
been assigned for early return to the United States, accord- 
ing to an announcement issued by the War Department. The 
list of organizations assigned to early convoy includes com- 
panies 20, 60, 81, 82, 92, 93, 94, 95, 96, 98, 102, 104, 106, 107, 108, 
115, 129, and 137 and casual companies No. 5 and No. 9, of the 
Transportation Corps, also the Twelfth Engineers’ regiment. 


Correction 


Owing to an error in the article entitled “Standard Specifi- 
cations for Timber Preservation,” published on page 445 of 
the issue of February 21, the process for Treatment with 
Creosote Oil by the Empty Cell Process, with Final Vacuum, 
was designated as the Rueping process. This should have 
been the Lowry process. On the following page the process 
for Treatment with Creosote Oil by the Empty Cell Process 


ir 


with Initial Air Pressure and Final Vacuum, should have 
been designated as the Rueping instead of the Lowry process. 


Black Tom Verdict Stands 


The Supreme Court of the United States on March 3 
refused to review the decision of the lower court holding 
the Lehigh Valley Railroad liable for damages resulting from 
the explosion in New York harbor (“Black Tom Island”) in 
July, 1916. While this case involves a judgment of only 
$23,687, claims for nearly $12,500,000 have been made against 
the company and the outcome of the majority of them was 
said to depend upon the result in this case. 


Director General to Address A. R. E. A. 


Walker D. Hines, director general of railroads, has ac- 
cepted an invitation to address the American Railway En- 
gineering Association at its annual dinner at the Congress 
Hotel, Chicago, on Wednesday evening, March 19. The Rail- 
road Administration will also be well represented among the 
guests at the dinner. C. A. Morse, assistant director, division 
of operation, is president of the association, and W. T. Tyler, 
director of the division of operation, and possibly one or two 
of the other directors will be present, as well as several of 
the regional directors. 


Program for Engineering Week at Chicago 


Programs for the meetings of the American Railway 
Engineering Association and the Railway Signal Association 
to be held in Chicago in the week of March 17, are assuming 
definite form. The Railway Signal Association will hold 
its stated meeting at the Auditorium Hotel on Monday, the 
17th, and the American Railway Engineering Association 
will hold a three-day convention at the Congress Hotel on 
Tuesday, Wednesday and Thursday. The National Railway 
Appliances Association’s exhibit in the Coliseum will con- 
tinue through the four days. An outline of the program of 
the signal meeting appears below: 

Report by Committee II —Mechanical Interlocking, 
Report by Committee I1I—Power Interlocking. 


Report by Committee X —Signal Practice. 
Report by Committee XII—Contracts. 


A paper on Concrete Trunking will be presented by B. A. Lundy, assistant 
signal engineer, New York Central, and Kurt C, Barth, of the Barrett 
Company, will present a paper on Treated Timber Trunking. 


Three other organizations will hold meetings during that 
week which will be of interest to men attending these con- 
ventions and through a coincidence three meetings will be 
held on Monday evening. 

The Western Railway Club will hold its monthly meeting 
in the Louis XVI room of the Hotel Sherman, at 7:45 p. m. 
following a get-together dinner in the Italian room at 6:15 
p.m. The program will include papers as follows: 

“U. S. Naval Batteries in France,” by Lieutenant Commander D. C. 


Buell, U. S. N. R. F., now director of the Railway Educational Bureau, 
Omaha, Neb. 


“The Mechanical Stoking of Locomotives,” by W. S. Bartholomew, 
president of the Locomotive Stoker Company, Pittsburgh, Pa. 

The Western Society of Engineers will hold a meeting in 
its rooms in the Monadnock block for the presentation of 
a paper on the Railway Terminal Situation in Chicago, by 
Edward J. Noonan, chief engineer of the Chicago Railway 
Terminal Commission. This will cover a general discussion 
of the terminal policy of the Railroad Administration and 
an enumeration of some of the difficulties of the larger prob- 
lems with special reference to the solution of the Chicago 
“down town” problem. It is the intention to ask several 
prominent railway men to discuss the paper. 
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Another activity of that week is the Railroad Conference 
of the American Association of Engineers to be held on 
Monday, March 17, both in the afternoon and evening in 
the Gold room of the Congress Hotel. The following pro- 
gram has been arranged: 

AFTERNOON SESSION—2 o’CLOCK. 

Willard Beahan, equipment engineer, New York Central Western Lines. 

presiding. 


“Shall Engineers be Paid Overtime”? by H. P. Gillette, editor, Engineer- 
ing & Contracting. 

“Principles and Procedure in Classification and Salaries of Railroad 
Engineers,” by J. L. Jacobs, Professional and Special Branch, United 
States Employment Service, Chicago. 


“Schedules of Pay,” preliminary report by a sub-committee of the ‘“‘Rail- 
road Committee.” 


Eveninc SESsIon—7.30. 
W. H. Finley, president of the American. Association of Engineers and 
president of the Chicago & North Western, presiding. 
“How Shall Proper Recognition be Obtained”? by W. W. K. Sparrow, 
corporate chief engineer, Chicago, Milwaukee & St. Paul. 


Application of Order 27, and Supplements 7 and 8 to the Railroad 
Engineer. 


Report of the Bureau of Explosives 


The bureau for the safe transportation of explosives and 
other dangerous articles, 30 Vesey street, New York City, 
has issued the annual report of Colonel B. W. Dunn, chief 
inspector. The enormous and abnormal movement of ex- 
plosives by railroads during the past year has been carried on 
with remarkable freedom from disaster. The military pro- 
gram of the. government for the year 1918 called for the pro- 
duction of about two billion pounds of explosives for military 
use, and for two hundred tons a day of poisonous liquids and 
gases. For most of the year, up to November 11, shipments 
amounted to more than two thousand carloads a day, so 
that it is estimated that during the busy months the railroads 
of the country had at all times not less than 50,000 cars in 
transit, on government business, and bearing the explosive 
placard. This was in addition to the average of 5,000 cars in 
transit to meet normal commercial demands. Only eleven 
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accidents of all kinds occurred in the transportation of ex- 
plosives during the year. One life was lost and four persons 
were injured; total property loss, $33,238. The fatal accident 
occurred in Canada. This excellent record was due primarily 
to the general use of standard, approved packages and stand- 
ard methods of loading, blocking and placing the packages 
in cars. Losses in transportation of other dangerous and 
semi-dangerous articles, including the explosives (just men- 
tioned), amounted in the year to $1,642,730; persons killed, 
18, and injured, 106. Sixteen of the deaths are recorded in 
connection with fires arising in the transportation of gasoline. 

The total number of boxes of high explosives condemned 
as unsafe for transportation was 2,971, as compared with 
2,291 in the preceding year. The total number of cases of 
black powder condemned was 194 as compared with 397 in 
1917. Total number of inspections, 10,734. 


MEETINGS AND CONVENTIONS 


The foilowing list gives names of secretaries, dates of next or regular 
meetings and places of meetings: 


Arr Braxe AssociaTion.—F. M. Nellis, 165 Broadway, New York City. 
Next convention, May 6-8, 1919, Chicago. 

AMERICAN ASSOCIATION OF DEMURRAGE OFFicers.—F. A. Pontious, Super- 
visor of Demurrage and Storage, C. & N. W. Ry., Chicago. 

AMERICAN ASSOCIATION OF DINING CaR SUPERINTENDENTS.—E. H. Thayer, 
St, Louis-San Francisco R. R., St. Louis, Mo. 

Ampaveas ASSOCIATION OF FREIGHT AGENTS.—R. O. Wells, Illinois Central, 

icago. 

AMERICAN ASSOCIATION OF GENERAL BacGace AGENTS.—J. E. Quick, Port 
Huron, Mich. 

AMERICAN ASSOCIATION OF PassENGER TRAFFIC Orricers.—W. C. Hope, 
C. R. R. of N. J., 143 Liberty St., New York. 

AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—J. Rothschild, 
Union Station, St. Louis, Mo. 

AMERICAN ELectric Rartway AssocraTion.—E. B. Burritt, 8 W. 40th St., 
New York. Next annual meeting, March 14, 1919, Waldorf-Astoria 
Hotel, New York. 

AMERICAN ELectric Rattway MAnuFacturers’ AssociaTion.—F. C. J. Dell, 
50 E. 42nd St., New York, 

AMERICAN RAILKkOAD Master TinNERS’, COPPERSMITHS’ AND Pipe Fitters’ 
AssociaTion.—Otto E, Schlinck, 485 W. 5th St., Peru, Ind. 

AMERICAN RaiLroap AssociaTion.—J. E. Fairbanks, 75 Church St, New 

ork,— 

Operating Section (including former activities of Association of 
Railway ‘Telegraph Superintendents and Railway Storekeepers’ 
Association). 

Engineering Section (including former activities of Railway Signal 
Association). 

Mechanical Section (including former activities of Master Car 
Builders’ and Master Mechanics’ Association). 

Traffic Section (including former activities of Freight Claim As- 
sociation). 

Transportation Section (including former activities of Association 
of Transportation and Car Accounting Officers). 

AMERICAN Rat_way Bridcr AND Burtpine Assocration.—C. A, Lichty, C. & 
N. W. Ry., 319 N. Waller Ave., Austin Station, Chicago. Next con- 
vention, October 21-23, 1919, Cleveland, O. 

AMERICAN Raitway EncineertnG AssociatTion.—E, H. Fritch, 910 Michigan 
Ave., Chicago. Next convention, March 18-20, 1919, Chicago. 

AMERICAN Rattway Master Mecnuanics’ Association (see’ American Rail- 
road Association, Mechanical Section).—Acting Secretary, V. R. 
Hawthorne, 735 Transportation Bldg., Chicago. Next annual con- 
vention, June 23-25, 1919, Atlantic City, N. J. 

-\MERICAN RAILWAy PERISMABLE FREIGHT AssociaTIOn.—E. F. McPike, 135 
FE. 11th Place, Chicago. Regular meetings, 2d Wednesday in March 
anc September. 

AMERICAN RatLway Toot Foremen’s Assocration.—R. D. Fletcher, 6202 
Gieenwood Ave., Chicago. 

AMERICAN Society For Testinc Matertats.—C. L. Warwick,, University of 
Egnney ania, Philadelphia, Pa. Next meeting, June, 1919, Atlantic 

ily, soe 

AMERICAN SOCIETY OF CIVIL Hunt, 220 W. 57th 
St., New York. Regular meetings, Ist and 3d Wednesday in month, 
except July and August, 220 W. 57th St., New York. 

Rice, 29 W. 


AMERICAN Society or MECHANICAL ENGINEERS.-—Calvin W, 
39th St., New York. 

AMERICAN SHORT [ine Rattroap Association.—T. F. Whittelsey, 708 
Union Trust Bidg., Washington, ID. C. 

AMERICAN Woop Preservers’ AssoctaTion.—F. J. Angier, B. & O., Mt. 
Royal Sta., Baltimore, Md. 

AssociaTiON OF MANUFACTURERS OF CHILLED Car Wneets.—George W. 
Lyndon, 1214 McCormick Bldg., Chicago. Semi-annual meeting with 

uster Car Builders’ Association. 

AssociaATIOn oF Ratiway Ciarmm AGEnts.—Willis H. Failing, C. R. R..of 
N. J., Jersey City, N. J. 

ASSOCIATION OF RArLway ELectricat_Encineers.—Jos, A. Andreucetti, C. 
& N. W., Room 411, C. & N. W. Sta., Chicago. Next meeting, Oc- 
tober, 1919, Chicago. 

ASSOCIATION OF RaItLway TELEGRAPH SUPERINTENDENTS (see American Rail- 
toad Association, Operating Section).—W. L. Connelly, N. Y. C. 
R, R., Gibson, Ind. 

ASSOCIATION OF TRANSPORTATION AND Car AccountiING Orricers (see Amer- 
ican_ Railroad Association, Transportation Section).—G. P. Conard, 
75 Church St., New York. 

Bripcz_ AND Buitpinc Suppty Men’s Assocratron.—M. J. Trees, Chicago 
Bridge & Iron Company. Chicago. Next annual convention, October 
21-23, 1919, Cleveland, O 

Canapian Rartway Cius.—James Powell, 46 Aberdeen Ave., St. Lambert 
(near Montreal), Que. Next meeting, 2d Tuesday in May, 1919, 
Windsor Hotel, Montreal, Que. 

Car ForEMEn’s Association oF Cricaco.—Aaron Kline, 841 Lawler Ave., 
Chicago, Regular meetings, 24 Monday in month, except June, July 
and August, New Morrison Hotel, Chicago. 

Centrar Rattway Cius.—Harry D. Vought, 95 Liberty St., New York. 
Regular meetings, 2d Thursday in November, and 2d Friday in Jan- 
uary, March, May and September, Hotel Statler, Buffalo, N. Y. 


ENGINneEERS.——Charles W. 
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Cuter IntercHanct Car Inspectors’ anp Car ForEMEN’s ASssOCIATION.— 

W. R. McMunn, New York Central, New York. 

Curer IntercHANGE Car Inspectors’ AND Car ForeMen’s Supply MEN’s 
Association.—D, B. Wright, Lehon Company, 45th and Oakley Sts., 
Chicago. 

Eastern Railtroap Association.—D. G. Stuart, Washington, D. C. Next 
annual meeting, May 8, 1919, Railioad Club, New York. 

Freicut Craim Association (see American Railroad Association, Traffic 
Section).—Lewis Pilcher, R. F. & P., Richmond, Va. 

GENERAL SUPERINTENDENTS’ ASSOCIATION OF ‘Cuicaco.—A. M. Hunter, 321 
Grand Central Sta., Chicago. Regular meetings, Wednesday preced- 


ing 3d Friday in month, Room 856, Insurance Exchange Bldg., 
Chicago. 

INTERNATIONAL RAtLcroap Master BLacksmitus’ AssociaTion.—A. L. Wood- 
worth, & O., Lima, O. 

INTERNATIONAL "Rartway Fue Association.—J. G. Crawford, 702 E. 51st 
t., Chicago. Next meeting, May 419-22, 1919, Hotel Sherman, 
Chicago. 

INTERNATIONAL Raitway GENERAL Foremen’s Association.—Wm. Hall, 


1061 W. Wabasha Ave., Winona, Minn. 
MAINTENANCE OF Way AND MAstTER Parnters’ Association.—F. W. Hager, 
1323 Hurley Ave., Ft. Worth, Tex. Next annual convention, October 


21-23, 1919, St. Louis, Mo. 
Master Borer MAKERs’ AssociaTion.—Harry D. Vought, 95 Liberty St., 
New York. Next meeting, May 26-29, 1919, Hotel Sherman, Chicago. 


Master Car AND Locomotive Painters’ ASSOCIATION OF THE UNITED STATEs 
ANp Canapa.—A. P. Dane, B. & M., Reading, Mass. Next meeting, 
September, 1919, Chicago. 

Master Car Burtpers’ Association (see American Railroad Association, 
Mechanical Section).—Acting Secretary, Hawthorne, 746 
Transportation Bldg., Chicago. Next annual meeting, June 18-21, 
Atlantic City, N. J. 

NATIONAL ASSOCIATION OF Rartway AND UrTiities’ CoOMMISSIONERS.— 
James B. Walker, 49 Lafayette St., New York. Next annual con- 
vention, October 14, 1919, Indianapolis, Ind. 

NATIONAL FoREIGN TRADE 'Couner. —O. K. Davis, 1 Hanover Square, New 

ork. Next convention, April 24-26, Congress Hotel, Chicago. 

NationaL RAILWAY APPLIANCES “ASSOCIATION. —C. ‘ Kelly, Kelly-Derby 
Co., Peoples Gas Bldg., Chicago. Next meeting, March 17-20, 1919, 
inclusive, Chicago. 

New Enctanp Raitroap Ciun.—W. E. Cade, Jr., 683 Atlantic Ave., Bos- 
ton, Mass. Regular meetings, 2d Tuesday in month, excepting 
months of June, July, August and September. 

New York Raitroap CLius.—Harry D. Vought, 95 Liberty St., New York. 
Regular meeting, 3d Friday in month, except June, July and August, 
29 W. 39th St., New York. 

NjAGARA FRONTIER Car MeEn’s Association.—George A, J. Huchgrebe, 623 
Brisbane Bldg., Butfalo, N. Y. Regular meetings, 3d Tuesday in 
each month, Tenjost Hall, Buffalo, N. Y. 

Paciric Rarrway CLus.—W. S. Wollner, 64 Pine St., 

Raitway AccouNTING Cocahed? Assocration.—E. R. 


San Francisco, Cal. 
Woodson, 1116 Wood- 


ward Bldg., Washington, D, C. Next annual meeting, June 11, 1919, 
Hotel Commodore, New York. 
Rartway Business Assocration.—Frank W. Noxon, 30 Church St., New 


or 

Rattway CLus oF PittspurcH.—J. D. Conway, 515 Grandview Ave., Pitts- 
burgh, Pa. Regular meetings, 4th Thursday in month except June, 
July and ‘August, Colonial Annex Hotel, Pittsburgh, Pa. 

Rattway DeveLtopmMent AssocraTion.—-D. C. Welty, Missouri Pacific R. R., 
St. Louis, Mo. 

Rattway Evectric Supply MaNnuFACTURERS’ 
General Electric Co., Chicago. 
Railway Electrical Engineers. 

Raitway EquipMENT MANuFacturers’ AssociaTion.—D. L. Eubank, Galena 
Signal Oil Company, Richmond, Va. Next annual meeting, Septem- 
ber, 1919, Hotel Sherman, Chicago. 

Rattway Fire Protection Assocration.—G. L. Rall, St. 
cisco Ry., St. Louis, Mo. 

Ramtway REAL Estate Association. —James P, Nelson, President, C. & O., 
Richmond, Va. 

Rartway Si1cnat Association (see American Railroad Association, Engi- 
necring Section).—H. S. Balliet, Ass’t Terminal Manager, Grand 
Central Terminal, New York. Stated meeting, on Monday, before 
3d Tuesday in March, Chicago. 

Rattway SrorReKEEpers’ AssociATION. —J. P. Murphy, N. Y. C. R. R,, 

Assoc1aTIon.—J. D. Conway, 1841 Oliver 


Box C, Collinweod, Ohio. 
Next annual meeting, June 18-25, 1919, At- 


Assoc1aTion.—J. Scribner, 
Annual meeting with Association of 


Louis-San Fran- 


RAILWAY Surly MANUFACTURERS’ 
Bldg., a has Pa. 
lantic City, N z. 

RAILWAY TELEGRAPH AND TELEPHONE AppLIaNce Associration.—G. A. Nel- 
son, Waterbury Battery Co., 30 Church St., New_York. 

ROADMASTERS’ AND MAINTENANCE oF Way Assocration.—P. J. McAndrews, 
c. & N. W. Ry., Sterling, Ill. Next annual convention, September 
16-18, 1919, Chicago. 

Str. Louis Rattway Crus.—B. W. Frauenthal, Union Station, St. Louis, 
ya Regular meetings, 2d Friday in month, except June, July and 

ugust. 

Sicnat Appiiance Assocration.—F. W. Edmunds, West Nyack, Rockland 
County, New York. 

Society or Rartway Frnancrat Orricers.—L. W. Cox, 

Trust Bldg., Philadelphia, Pa. 

SOUTHERN AND SOUTHWESTERN RAILWAY gy P Merrill, P. O. Box 
1265, Atlanta, Ga. Regular meetings, hursday in January, 
March, May, July, September Piedmont Hotel, 
Atlanta. 

Soutmern Association oF Car Service Orricers.—E. W. Sandwich, West- 
ern Ry., of Ala., Atlanta, Ga. 

Suppity ASsocIATION OF AMERICAN Rattway Toot FoREMEN’s AssociATION.— 
Cc. Thulin, Duff Manufacturing Company, 935 Peoples Gas Bldg., 
Chicago. 

Track Suppry Assocration.—W. C. Kidd, Ramapo Iron Works, Hillburn, 
N. Y. Next annual convention, September 16-18, 1919, Auditorium 

Hotel, Chicago. 

Train Despatcners’ AssocraTion or America.—J. P. Finan, A. T. & S. 
Fe Ry., Needles, Cal. 

TRAVELING ENGINEERS’ AssociaTion.—W. O, Thompson, N. Y. C. R. R., 
Cleveland. O. Next annual meeting, September, 1919, Hotel Sher- 
man, Chicago. 

WeEstTERN AssocIATION OF SHORT 
Mills Bldg., San Francisco. 

Western Raitway Ciuz.—A. F. Steubing, 750 Transportation Bldg., Chi- 
oe Regular meetings 3d Monday in month, except June, July and 

ugust. 

Western Society or ENGineErs.—Edgar S. Nethercut, 1735 Monadnock 
Block, Chicago. Regular meetings, Ist Monday in ‘month, except July 

and August. 
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Grain loading this year, up to February 8, amounted to 
137,202 cars, as compared with 117,563 for the corresponding 
period of 1918. 


According to newspaper reports the grain growers in 
Idaho, Oregon and Washington have organized an “Inland 
Empire Shippers’ League,” and have filed with the Interstate 
Commerce Commission a protest against the 25 per cent 
increase in freight rates on grain and grain products made 
last June by the Railroad Administration. 


J. E. Weller, Chicago resident traffic assistant for the Alle- 
gheny. region, has issued a supplement to routing circular 
103 stating that effective March 1, the provisions of this 
circular will apply to shipments of copper, lead and zinc. 
Exception “C” on the first page of the original circular is 
canceled. These rules are not to apply when in conflict with 
current embargoes. 

The State Public Utilities Commission of Illinois has issued a 
citation against the Chicago, Milwaukee & St. Paul to appear 
before the commission at Chicago on March 11, to show cause 
why the work of elevating and reconstructing tracks in Chicago 
should not be completed at an early date. Work on the elevating 
of the St. Paul tracks was postponed approximately two years 
ago due to the high cost of labor and of material. 

The Minnesota State Railroad & Warehouse Commission 
has filed protests on behalf of Minnesota shippers against the 
proposed reconsignment charges on grain and hay. Adop- 
tion of the reconsignment tariff has been recommended to 
the Interstate Commerce Commission, following recent hear- 
ings. The State Board charges that the assessment of a re- 
consignment charge of $2 on grain and hay held for state 
inspection is unjust because this inspection is required by 
state law and therefore should not be the basis of a special 
charge by the railroads. It was also pointed out that au- 
thorization of such charges will mean that cars now inspected 
by the state at outside points would be forwarded for in- 
spection in terminals which would become so congested as 
a result that the railroads would oppose the rule. The rec- 
ommendation for authorization of a $5 charge in cases where 
a commission merchant, after a car is placed on a team track, 
gives an order for it to a purchaser who will unload the car 
is also believed to be unjust. The state officers maintain 
that this is not a reconsignment but simply a delivery order 
requiring no service from the railroad. 


National Industrial Traffic League 

The program for the spring meeting of the National Industrial 
Traffic League to be held at Hotel Grunewald, New Orleans, La., 
March 11 and 12, has been announced in Circular 107 of the 
league. The principal subjects to be discussed are: Report by 
the President on the recent Rivers and Harbors congress. Re- 
port of the Executive Committee on (1) recommendations to 
congress with respect to the railroad situation; (2) proposed uni- 
form telegraphic code; (3) proposed mileage scales; (4) sailing 
day plan; (5) passing reports on 1. c. 1. freight; (6) restoration 
of commercial offices of the railroads; (7) uniform hour for 
opening and closing freight houses; (8) re-establishing shipper’s 
right to route freight. 

Reports of committees on car demurrage and storage; on 
transportation instrumentalities; on bills of lading; on proposed 
packing rules for express shipments and on tracing express ship- 
ments; and on rate construction and tariffs. Reports of baggage 
committee and freight claims committee. Reports of special 
claims committees on concealed loss and damage; on grain; on 
packinghouse products; on coal and coke; on ore and on fruit 
and vegetables. Report of weighing committee on (1) charge 
for testing industrial track sales; (2) moisture tolerance on coal 
and coke; (3) claims for loss of coal; (4) action of Railroad 
Administration with respect to national code of weighing rules. 
Report of classification committee. Report of special committee 
on railway leases and sidetrack agreements. 
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Advices to the State Department state that the allied rail- 
way representatives were called to an informal conference in 
Vladivostok on February 25, all the seven countries being 
represented, Mr. Stevens and Mr. Smith representing the 
United States and the American Ambassador to Japan, Mr. 
Morris, also had been invited to the conference. 

Gen. Horvath attended as the representative of the Chinese 
Eastern Railway. 


In England it is customary for the strong labor organiza- 
tions to run candidates for Parliament. In the recent elec- 
tion the National Union of Railway Men ran such candidates 
for Parliament in 24 constituencies, of which those at Derby, 
Wakefield, Middlesboro, Newcastle (West), Manchester 
(Ardwick) and Cardiff (East) were “official” candidates. Two 
only were elected, viz., at Derby, where J. H. Thomas was 
not officially opposed, and at Kettering, where the contest 
was “three cornered.” The Railway Clerks’ Association ran 
5 candidates, and the Society of Locomotive Enginemen and 
Firemen one without success. 





Photo from Paul Thompson 


During the London Tube Strike the Government Carried 
Thousands of War Office Clerks in Military Motor Trucks 


Free Admission of Railway Supplies Into Mexico 


A cablegram of February 21 from the American Consulate 
General in Mexico announces that a presidential decree in 
effect from February 20 permits the importation of the fol- 
lowing railway supplies into Mexico free of duty for a period 
of six months: Switch points, iron and steel ties, turntables, 
iron and steel rails, frogs, and tie plates. The duties thereby 
remitted amount to 0.03 peso per kilo gross weight, or $0.68 
per 100 Ib. 


Modifications in British Railway Supply Restrictions 


The British Board of Trade Journal of February 20 an- 
nounced additional relaxations in the British export restric- 
tions. The following articles are transferred to list C and 
may therefore be exported freely to American countries: 
Boiler tubes, iron and steel tubes, railway locomotives and 
their component parts. 

The Minister of Munitions has suspended, as from Febru- 
ary 7, until further notice, the Railway Material (Second- 
hand) Order, 1916, except in so far as relates to freight cars 
of all types. Dealings in second-hand railway locomotives, 


rails, chairs, fishplates, fastenings, signal apparatus, ties and 
the like may now take place without a permit; but second- 
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hand wagons of all types are still war material within the 
terms of Regulation 30a of the Defence of the Realm Regu- 
lations. 


Central Uruguay Railway Not to Change Hands 


According to press reports, which are not, however, offi- 
cial, the contemplated purchase of the properties of the Cen- 
tral Uruguay Railway Company by the Uruguayan govern- 
ment will not be carried out, says Consul William Dawson 
at Montevideo, Uruguay, writing under date of December 9. 
It is stated, he says, that the price demanded was considered 
too high. 

Little or nothing has been heard of this projected change 
of ownership during the past months, he continues. The 
purchase of the Central Uruguay lines. by the government 
was under serious consideration as a means of stabilizing 
exchange. The system comprises 987 miles of track, or about 
63 per cent of the total mileage of the country. The purchase 
price mentioned at the time was 60,000,00 pesos ($62,040,000). 


British Government Asks Rail Control 


Press despatches from London dated February 28 say that 
the government’s transport bill introduced in Parliament will 
give the Minister of Transport complete control over every 
conceivable form of land transport. 

The bill provides that complete management of the rail- 
ways of the United Kingdom is to be conducted by the state 
for two years, partly to enable the government to make the 
railways pay dividends and partly to facilitate the movement 
of men and material during reconstruction. 

Complete power is given to the minister to settle rates and 
charges, salaries and wages and conditions of employment 
and to make any alterations in policy and accounts that he 
may deem desirable. 

The minister is authorized to purchase by agreement or by 
compulsion, in whole or in part, any railway, light railway, 
street car company, canal, inland waterway or harbor and 
dock undertaking. 
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The Trans-Balkan Route Through Otranto and Valona, 
Proposed by Italian Engineers, Would Reduce the 
Distance Between Rome and Constantinople from 
1905 to 1260 Miles and Permit a 48-Hour Journey. 








Brazil Railway in French Control 


Financial reorganization of the Brazil Railway Company, 
in receivership since 1914, has been completed except for 
some minor details with regard to subsidiary lines, according 
to the New York Tribune. The discharge of W. Cameron 
Forbes, of Boston, as receiver of the property, is expected 
to be ordered by the court within the next month. 
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French interests, representing the bondholders of the road, 
are now in control and new officers have already been elected, 
consisting of Louis Wibratte, of Paris, president; A. Roudy, 
of Brazil, vice-president and general manager, and Emil 
Petit, of Paris, secretary. 

New money to the amount of approximately $4,000,000 has 
been raised by a syndicate of French bankers, in accordance 
with the terms of the reorganization plan, which, in brief, 
called for the issue of 21,060,000 francs of new prior lien 
bonds. More than two years have been required in working 
out the reorganization, the progress of which was greatly 
hampered by difficulties arising out of the war. 

Important English interests which held a large amount of 
the securities of the company when it went into receiver’s 
hands at the outbreak of the war have retained possession of 
their equity in the property and have joined hands with the 
French in bringing about the successful reorganization. 

Since the beginning of the war the Brazilian system has 
been starved so far as obtaining new rolling stock and other 
equipment was concerned, so that in order to put the prop- 
erty in first class operating condition large expenditures 
would have to be made. It is estimated that 200 new loco- 
motives are needed, as well as thousands of freight cars. 
At the same time a large tonnage of steel rails is needed. 


Railroad Notes from China 
Special Correspondence from Peking (Delayed) 


The organization of the through traffic bureau as a part of the 
Ministry of Communications was effected during September. 
The bureau consists of four sections, general affairs, domestic 
through traffic arrangements, foreign through traffic arrange- 
ments, and the clearing house. The appointment as head of the 
bureau of Kuan Keng Lin, who is also director of the railway 
department of the ministry, serves to make clear that it is the 
intention of the ministry to take a more active part in the man- 
agement of the railways than has hitherto been the case. This 
point is accentuated by the further fact that C. S. Liu (a grad- 
uate of the University of Pennsylvania) who is now chief of the 
traffic division in the ministry, has been placed in charge of the 
general affairs section of the bureau. Chinese also head the 
two arrangements sections. But the clearing house has been 
placed in charge of J. E. Foley, the veteran traffic manager of the 
Peking-Mukden line. Mr. Foley began his railway life in the 
clearing house in Dublin in 1876. He has been in China some 
20 years. For 16 years prior to joining the Peking-Mukden staff 
he served with the Australian railways, except for one year, 
1894, spent on the Pennsylvania Lines. As director of the clear- 
ing house Mr. Foley will be responsible for the devising of 
methods of control of car interchange, inspection, and interline 
repairs. It is apparent therefore that the ministry has an aggres- 
sive policy of unification of the various lines which it expects 
to have worked out along practical lines. The accounting work 
of the clearing house has been placed in charge of another for- 
eigner, J. Lockhart, who up to October 1, had charge of the 
same matters on the Peking-Mukden line. Mr. Lockhart began 
railway work with the Caledonian Railway in station service in 
1896. After working up through the clerical ranks of the West- 
ern division superintendent’s office, he came to China in 1909 as 
revenue audit clerk of the Peking-Mukden line. He was given 
particular charge of through traffic audit when that service be- 
gan in 1913. The nature of these appointments has given rise 
to a very definite impression that the Chinese government ex- 
pects to take from now on a very marked control of her rail- 
ways, and will make use of the technical ability which will make 
such control adequate. 


FurrHer Detarts CONCERNING JAPAN’s CONCESSIONS IN CHINA 


Report was made in these columns several weeks ago that 
work was to be resumed upon the Lung Hai line from Suchowfu 
to Haichow, with the remark that where the funds were to 
come from was a mystery, for it was known that the syndicate 
which has this concession had allowed its funds to be used by 
Yuan Shi Kai to further his monarchical ambitions. The mys- 
tery is now cleared up. The funds are to come from Japan 
and be furnished by the group who have been purveying to the 
Chinese government throughout the past year. The line, how- 
ever, will not be continued to Haichow, but to Kaomi, near 
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If this line is built it will divert the bulk of the 


Tsingtau. 
traffic now delivered to the Tientsin Pukow destined to Pukow. 
The haul to Tsingtau will be of about the same length as that 


to Pukow and the harbor at Tsingtau is much superior. This 
project, taken in connection with the extension of the Shantung 
Railway to Shunte, indicates a very definite plan to gather as 
much of the traffic of northern interior China for shipment 
through Tsingtau as it is possible to get. The commercial in- 
terests of Tientsin and Shanghai are immediately threatened, 
and the disposition of Tsingtau and the Shantung Railway at 
the peace conference is raised to paramount importance. The 
peace of the Far East will probably hinge upon the decision 
made on that question. The Japanese who at first were not 
satisfied with the extension to Shunte, preferring either Tao- 
kow or Chentingfu, have apparently been satisfied. It is said 
that certain privileges for civil courts under Japanese author- 
ity in Shantung have been granted in connection with the 
railway concession, and it is possible that this is the price. 

Another line is also granted to the Japanese group, according 
to report. This will consist of an extension of the Ssupingkai- 
Chengchiatun line through Jehol to Peking. Roughly this line 
will parallel the Peking-Mukden line. But it will be located 
on the opposite side of a mountain range difficult of passage, 
and so will compete with it only for business originating beyond 
Mukden destined to Peking, and vice versa. Publication of the 
terms of these concessions has aroused no little feeling, and is 
said to have caused the resignation of Yeh Kung Cho, vice- 
minister of communications, who was charged with making the 
terms public. Others give a similar interpretation to his resigna- 
tion by saying that Japanese influence caused his downfall be- 
cause he was thought to be susceptible to American influence. 

* * * 

The Tientsin-Pukow Railway has been interrupted much of 
late by bandit activities in Shantung. Still further south the 
line was cut for some days by order of the military governor 
of Nanking, who refused to allow northern troops to pass 
through his territory. 

* 

The shortage of cars on the Tientsin-Pukow has placed - 
Shanghai and the government railways running out of that 
point at the mercy of Japanese coal dealers. These in turn have 
to wait upon shipping space. As a result those railways will 
probably have to pay between $16 and $17 per ton for fuel dur- 
ing the coming year. 

* * * 

The soldier menace on Chinese Government Railways con- 
tinues. During the past few weeks the Tientsin-Pukow has 
been broken again. This road, in an effort to minimize trouble 
from soldiers, changed the time of its through express between 
Peking and Hankow so as to pass the infested district in the 
night. This has resulted in an improvement. But some days 
ago at an intermediate terminal, two officers left a soldier guard 
with the engine while they went into the town for a leisurely 
breakfast, returning after they had delayed the train one hour. 

* * * 


From October 21 to 29, inclusive, occurred the Third Confer- 
ence of the Standing Committee on the Unification of Railway 
Accounts and Statistics. This committee is composed of the 
chief accountants of the several lines, and accounting officers 
of the Ministry of Communications. Its sessions dealt princi- 
pally with questions of practice under the still new uniform 
classification of accounts. All accountants having doubts as to 
correct practice refer such cases to this committee for discussion. 
Similarly, exceptions to practices upon the lines taken by the 
auditors from the ministry are brought up for discussion. De- 
cisions taken by the committee are passed to the ministry for 
approval, after which they become binding rules. Beyond these 
routine questions, a start was made toward the promulgation of 
uniform station accounts and forms. At present there are two 
distinct varieties followed upon the lines using English as the 
foreign language, and another upon the so-called French lines. 
Upon the French lines there are no traveling auditors, reliance 
being placed upon daily reports. A chief station accountant from 
the head office makes surprise examinations of such stations as 
come under suspicion. It is proposed under the new system to 
put more of the accounting work upon the stations and to in- 
crease the force of traveling auditors. The monthly system of 
reports will then be followed. 
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Manufacturer 
-Am. Car & Fdy. Co.... 
-Am. Car & Fdy. Co.... 
--Am. Car & Fdy. Co... 
-Am. Car & Fdy. Co.... 
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2,350 
1,550 
1,800 
7,738 
19,037 


641 


400 
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200 
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500 
300 
38 
200 
250 
200 
200 
1,888 


300 
100 
400 


300 


300 


200 
200 
200 
200 
1,841 


250 
500 
250 
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55-t. Steel Hopper......Am. Car & Fdy. Co.... 


55-t. Steel Hopper..... 
55-t. Steel Hopper. 


55-t. Steel Hopper.. 


40-t, D. S. Box....... 
50-t. S. S. Box... 

504. 3.8; Bam..... 
504. SG, -B. Bok. vcacccs 
50-t. Comp. Gondola. 
50-t. Comp. Gondola. . 
50-t. Comp. Gondola... 
50-t. Comp. Gondola... 
50-t. Comp. Gondola. 
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Locomotives 


GiLtesPiE BrotHers & Co., 11 Broadway, New York, are in- 
quiring for one or two second-hand, standard gage locomotives, 
weighing from 90 to 100 tons. Letters should be addressed to 
Miss M. Moody, of the West India department. 


Locomotive Deliveries 


The following locomotives were shipped during the week 
ended February 22: 


Works Road Number Type 
eS SER ee tert ner eot eae 3 USRA St. F. 
Pe ta Md. w «bag sata cne oe wane ee eee 1 Santa Fe. 
Aaetieed 6 6cccad COTE CF Gai ccinciccetsccss 1 Mountain. 
Chic. Great Western............ 2 USRA 6W. Sw. 
ae. Hi. 5-255 <2 ean oenweeeunt 1 USRA St. F. 
; 8 
eT EE AE Pe ene ee ee 17. USRA Mikado. 
i WEI S's vase asco Wie AC 5 USRA Mikado. 
TO: TEs Es. M.a- vein 4864 Saas 1 Mikado. 
Pett, SO ak. a.a:0. 0d w ween eee 2 Mikado. 
Baldwin ....... iy NRO RE et ae 1 Mallet. 
PAN WOES iGo bee encueeheeees 1 Pacific. 
Sto. Tee a St Be... csasesdes 1 Mikado. 
2 a e : Se Aer eee 1 Consol, 
12 
eee TOG. ssicwddcosauenes 37 


Freight Cars 


The J. G. Wuite Co., New York, is inquiring for 20 tank cars. 
The E. I. Du Pont pe Nemours & Co. is inquiring for 15 cars. 


Anverson, Meyer & Co., New York, are inquiring for 100 
high-side gondola cars for export to China. 


Car Deliveries 


New standard cars were accepted during the week ended 


February 15 as follows: 
Total 
accepted for 


Road Type Manufacturer given roads 
& S. i T. D. S. Box...Am. Car & Fdy. Co.. 413 
& GL T. D. S. Box... Am. Car & Fdy. Co.. 131 
Cc. & W. T. D. S. Box...Am. Car & Fdy. Co.. 290 
© ££. ¢€. T. D. S. Box... Am. Car & Fdy. Co.. 194 
P. McK. T. S. S. Box...Am. Car & Fdy. Co.. 151 
a ae T. S. S. Box...Haskell & Barker.... 363 
Mich T. S. S. Box... Pullman Car Co...... 500 
L. & T. Comp. Gon..Am. Car & Fdy. Co.. 237 
L. & T. Comp. Gon..Am, Car & Fdy. Co.. 48 
L. & T. Comp. Gon..Pressed St. Car Co.. 400 
L. & T. Comp. Gon..Standard St. Car Co.. 154 
L. & T. St. Hopper.. Pressed St. Car Co.. 310 
L. & T. St. Hopper.. Pullman Car. Co..... 50 
L. & T. St. Hopper.. Standard St. Car Co.. 256 





Total 


New standard cars were accepted during the week ended 
February 22, as follows: 


Total 

Manu- accepted for 

Road Number Type turer given roads 
A SE 40 T. D. S. Box...Am. Car & Fdy. Co. 450 
Ac & ke 40 T. D. S. Box...Am, Car & Fdy. Co. 247 
As SE 40 T. D. S. Box... Am. Car & Fdy Co. 52 
Cc. & W. 40 T. D. S. Box...Am. Car & Fdy. Co. 300 
Cs 40 T. D. S. Box...Am, Car & Fdy. Co. 217 
Pittsb. 50 T. S. S. Box...Am. Car & Fdy. Co. 282 
N.. ¥. 50 T. S. S. Box...Haskell & Barker... 478 
L. & 50 T. Comp. Gon..Am. Car & Fdy. Co. 245 
a 50 T. Comp. Gon.. Am. Car & Fdy. Co. 58 
L. & 50 T. Comp. Gon.. Std. Steel C. C..... 179 
L. & 55 T. St. Hopper.. Pressed St. C. C.... 400 
L. & 55 T. St. Hopper.. Pullman Car Co.... 200 
L. & 55 T. St. Hopper..Std. Steel C. C..... 400 
We" Se 70 T. L. S, Gond.. Pressed St. C. C.... 33 
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The Railroad Administration has given out the statement ° 
in the table in. the opposite column showing the delivery 
of U. S. R. A. standard cars as of February 1. 





564 


Machinery and Engineering Supplies 
Held by War Department 


The War Department authorizes the following statement 
from the office of the director of purchase and storage: 

The stock of machinery and engineering supplies on hand 
as of February 1 is shown by a summary compiled by the 
statistical division of the office of the director of purchase 
and storage. The report includes stock on hand at inland 
storage and at ports, and gives the estimated value of the 
supplies as follows: 








? Estimated 
Article Quantity value 
Locomotives, standard gage: 
ee Wb Daa et dk a esos 84-08% aie 12 $456,000 
Knocked down, complete................. 120 4,467,000 
Knocked down, incomplete .............. 20 740,060 
CY adic aan nbd eae Rare 64k Hess eid tons 891.9 44,387 
St NE goons we pier eeress enews 6 123,000 
Locomoiives, narrow gage: 
60 MT Cache ck bake ss erousares 26 292,500 
60 C. M., 50 horsepower, gas............ 1 ,150 
Cars, standard gauge: 
i | Getta aad Wale obese eminem es 250 650,000 
Low gondola (complete) ...............-- 150 323,850 
Fiat artillery (complete)........cccecccees 454 306,450 
EE Bedi ove. cneeee ed cesna sce 4 150 480,000 
I IN ad 5. oo ag seinen oesacedenn see 152 454,024 
Refrigerator (complete) ........+eeeeeeees 100 350,000 
OO  —E eer rrr 112 3,920 
rr ar 300 690,000 
L, S. gondola (incomplete)..............-. 200 400,000 
Ee, SOT i wave cd vec ekess xe ouexe 100 290,000 
Repair -parts (incomplete) ............ tons 578 37,570 
CE ad deccicadecanapawevees as cneece 350 196,000 
Cars, narrow gage: 
Artillery trucks (complete)............-+. 100 48.300 
i SN ictccaneWeeteeceeenaisiba 65 76,050 
CIEE cv caccsebicerwes ot cbees 219 28,032 
Truck materials and fastenings: 
Rails (80 pounds, 67% pounds, 50 pounds, 
35 pounds and 25 nounds)........... tons 65,426.38 3,729,304 
SD, ca as adc gw Ck eke aeeemen do 1,027.2 87,312 
Ree GE Gee BONS cccceccceseceves do 1,167.74 50,446 
Turnouts and switches ............++e. do 2,639.56 131,978 
Angle plates, ties, stands, guard rails. do 221.3 11,065 
Track material, narrow gage rail and fit.. do 13,144 657,200 
CN NE nas bs cacedeseducewienwons 19,086.7 1,431,503 
Wagon transportation: 
OE SO EEE ene Teer 757 757,000 
ee ee ee re eer 18 16,830 
PE. Siarrenkokeeh vee arecnekaemnewen 55 10,313 
EOE OPT oe, CET TET RTC TOE 101 35,350 
EEE 6 accuckeeucedsassiuetesveserece 167 61,790 
na a eel 994.4 144,188 
Auto trucks, trailers and tractors ..... tons 4,606.2 3,454,650 
Miscellaneous auto trucks............ do 1,139.2 797,440 
OD one 600.0 6666.0.006 60000 Fee OO 978.6 587,160 
EE edn gaan weenie panes Kak be feet b. m 6,572,317 197,170 
Miscellaneous lumber ...........+006- tons 18,391.91 275,879 
Machinery: a 
Hoisting engines 1 3,375 
| EE ERS Ee Pre ore ers ee 61 87,230 
Locomotive cranes 16 16,000 
Steam shovels ....... 2 18,400 
POOREOTE. cccesccccsaces 2 7,600 
PRED. ceccscrsnees 42 24,780 
BN SOUND cccccives 30 90,00 
ont) ne tend aaah anes &aeeebee 55 192,500 
Gantry cranes and equipment........ tons 298.1 89,430 
Shears, crushers, lathes, planes........ 0 306.4 91,920 
EN CRN ee net or do 11,614 3,484,200 
Engineer supplies: 
Paints, oils, turpentine, etc..........+. do 644.8 41,912 
ee Peer rer err do 513.4 43,639 
Roofing paper and felt...........-+e06- do 2,218.2 177,456 
EE oie aaa rhaednbesh< esa do 369.4 29,552 
COE WEES ev vccicscveccsccescosscce do 595.5 297,750 
NE Nite ph Ceeeh coh tad Ww aee en do 780.2 66,317 
I NINE ida 60,0604 00s Baweees do 101.2 7.590 
oe ny eT ye Pan ee ern do 7,638.8 496,522 
Steel products: 
tne AGE Fee Oe Ee do 980.2 53,913 
Teen. GOOCMEBEEE ooccstcceccovcorcs do 5,656.4 362,009 
Pte <i vebdsovbebecsseeesen xe do 587.1 56,362 
PEE. aa kcbhun dine deatsctveereKews do 691.6 55,328 
REE DOD ic vcccecereteevenesasenewe do 462 34,650 
NE, nine cvntceuseresesueeee do 96 7,200 
Sheed GROMMETS ccc cccesseverescccess do 661.5 49,613 
OR. sehen uke ents ne walnyeeey ee eewus do 253.2 16,458 
A oe cn acdesss cer stuncens do 518.2 36,274 
Tanks, water and Gas.......sccccoees do 845.1 59,157 
Expanded metal ....ccccccccccvccees do 980.1 53,906 
Steel plates and hangers............+- do 1,839.3 119,555 
BOGE SOE ke ntesceveccscosenesecesve do 104 14,560 
PEROUONGUR co cciccaveccocvccesacces do 22,233 1,667,475 
Hardware: 
OT CO ery oor eee ree erent eT do 545.6 272,800 
Bolts, nuts and washers .........++++. do 559.3 54,811 
SE cE bananeSeba hese kactepdbetentenes do 1,774.5 133,087 
ere rere do 119 8,925 
BND, 6 ck cececpeteeseteresbaceeseuds do 307.4 24,592 
COMIMORSER osc ccc cccssvcscesececccoesess 290,233 757,508 
REED 4 ¢virkcedacesbopseavesdeeceseresss 17,926 215,112 
PE ss cicacnagn desea cde bave seen ere renete 120,410 240,820 
DEED c.erewseccedvecerenssteseteereeeus 530,300 483,786 
Se Serre spools 982,981 216,255 
POG: vvinccceesc6cc cteeessuced tons 50,000 12,500,000 
Cee GHD <b cic cece tac osc csdocceccesdsduccssetaeue $45,661,129 
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The Dearborn Chemical Company, Chicago, announces the 
opening of offices in the Commerce Trust building, Kansas 
City, Mo. E. M. Massen and W. H. Fairlanb will make their 
headquarters at that office. 


The Chicago Pneumatic Tool Company announces the re- 
moval of its Cleveland district office from room 813 to 
room 406 Engineers building, effective March 1. Roos Watson 
is district manager at this office. 


The bill validating informal war contracts, many of which 
were held by companies engaged in the railway supply field, 
which has been pending before Congress for several weeks, 
was signed by the President on March 3. 


Wilson W. Butler, whose appointment as president of the 
Canadian Car & Foundry Company, Ltd., the Canadian Steel 
Foundries, Ltd., and the Pratt & Letchworth Company, Ltd., 
Canada, was announced 
in the Railway Age of 
February 21 (page 473), 
was born at Danville, 
Ohio, on December 9, 
1862, and received his 
early education in the 
Danville Select School. 
Mr. Butler began his 
business career with 
the John Shillito Com- 
pany, at Cincinnati, 
Ohio, and later was 
appointed western man- 
ager of the Sterling- 
worth Railroad Supply 
Company, at Chicago. 
Subsequent to his ap- 
pointment as president 
of the Canadian Car & 
Foundry Company, Mr. 
Butler served as west- 
: ern sales agent of the 
American Car & Foundry Company, at Chicago; second vice- 
president and director of the Simplex Railway Appliance 
Company, at New York; second vice-president and director 
of the American Steel Foundries, at New York; in 1901, as 
vice-president and director of the Simplex Railway Appliance 
Company, he established the manufacturing plant of that 
company in Montreal, Que. He was also vice-president and 
director of the Dominion Steel Car Company, near Montreal, 
where the first steel car manufactured in Canada was built. 
Mr. Butler was instrumental in the organization of the 
Canadian Car & Foundry Company, Ltd., composed of the 
Dominion Car & Foundry Company, the Canada Car Com- 
pany and the Rhodes Curry Company. Since shortly after 
the beginning of the war, the plants of the companies of 
which Mr. Butler is president have been engaged in the 
production of steel, and the forging and machining of shells, 
for the American, British and Russian governments. Mr. 
Butler succeeds Senator N. Curry, who has retired from 
the presidency of the companies, and now holds the position 
of chairman of the board of directors. 





W. W. Butler 


O. E. Berggren has been appointed northwestern repre-. 
sentative of the A G A Railway Light & Signal Company, 
vice H. E. Gifford, resigned. Mr. Berggren’s headquarters 
are at 857 Peoples Gas building, Chicago. 


Frank G. Wallace, vice-president of the Canadian Locomo- 
tive Company, has been elected president to succeed the late 
Dr. J. J. Harty, who died in London on February 23. J. L. 
Whiting succeeds Mr. Wallace as vice-president. 


H. H. Morgan, who has been connected with the Chicago 
office of Robert W. Hunt & Co., for 15 years as head of the 
cement department and physical laboratory, has been trans- 
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ferred to the Pittsburgh office as assistant to D. W. Mc- 
Naugher, who is the Pittsburgh partner of this company. 


Millard F. Cox, assistant superintendent of machinery of 
the Louisville & Nashville, at Louisville, Ky., has become 
associated with the Louisville Fire Brick Works, Inc., of 
Louisville, as vice-president and consulting engineer. 


W. S. Moore, formerly with the Cleveland Frog & Cross- 
ing Company, Cleveland, Ohio, has been appointed assistant 
to the president and general manager of the Greenville 
Gravel Company, with headquarters at Greenville, Ohio. 


The Kalamazoo Railway Supply Company, Kalamazoo, 
Mich., has recently let a contract for the erection of an 
addition to its plant at Kalamazoo. The building will be of 
brick, 50 ft. by 135 ft., with a saw tooth roof, and will cost 
approximately $10,000. 


Malcolm L. Maclean, formerly manager of sales, miscel- 
laneous department, of the American Steel Foundries, with 
headquarters at Chicago, and until recently a major in the 
infantry, has been appointed manager of sales of the Du- 
quesne Steel Foundry Company, at Pittsburgh, Pa. 


The controlling interest of the Carroll Foundry & Machine 
Company, Bucyrus, Ohio, manufacturers of locomotive 
cranes, has been purchased by Cleveland interests, and a 
temporary organization has been perfected which will be 
taken over later when the company is reorganized. 


The Universal Car Seal & Appliance Company, Lyon 
Block, Albany, N. Y., has recently been reorganized and has 
changed its name to the Universal Seal Corporation. It has 
moved its offices and manufacturing headquarters to 270-276 
Hudson avenue, Albany, N. Y. The new officers are as fol- 
lows: C. R. Martineau, president; Gardner C. Leonard, vice- 
president; Edward J. Fitzsimmons, Jr., treasurer; Wm. C. 
Martineau, secretary. 


The Deeming-Endsley Company has been organized with 
headquarters in the Transportation Building, Chicago, with 
Horace F. Endsley, president; Herbert Deeming, vice-presi- 
dent and general man- 


ager; H. M. Barney, 
secretary and treas- 
urer. The board of di- 


rectors is composed of 
Horace F. Endsley, 
Herbert Deeming, D. D. 
‘Glass, H. M. Barney, 
O. P. Morrison, A. L. 
Knowles and Eugene 
Landers. The new 
company will handle 
the Morrison Switch- 
Point Hold-Down and 
other railroad devices. 
Mr. Deeming was born 
in England on April 16, 
1880, and began his - 
business career as a 
stenographer and clerk 
in the general passen- 
ger department of the 
Freemont, Elkhorn & 
Missouri Valley at Omaha, Neb., in October, 1897. From 
July, 1899, to September he was with the American Express 
Company at Omaha, and from the latter month until Janu- 
ary, 1900, he was employed in the general superintendent’s 
office of the Fremont, Elkhorn & Missouri Valley. He was 
then promoted to secretary to the general freight agent of 
the same road, and in July, 1902, went to Chicago, where he 
was employed in the auditor’s office of the Chicago & West- 
ern Indiana. In January, 1903, he was promoted to a posi- 
tion in the office of the president and general manager. From 
July, 1903, to February, 1916, he was secretary of the Gen- 
eral Managers’ Association, at Chicago, and from November, 
1907, to February, 1916, was also secretary of the Association 
of Western Railways. In March, 1916, he became assistant 





H. Deeming 


director of the Railway Educational Bureau at Omaha, Neb., 
and seven months later he became associated with the H. E. 
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Reisman Advertising Company. Later he became associated 
with Mudge & Company as sales manager, which position 
he held for nearly two years until the Deeming-Endsley 
Company was incorporated. 


C. W. Johnson has been appointed assistant manager of 
works of the Westinghouse Electric & Manufacturing Com- 
pany. After graduating from Ohio State University, Mr. 
Johnson entered the employ of the Steel Motor Company of 
Johnstown, Pa. A year later he became associated with the 
Bullock Electric Company, of Cincinnati, Ohio, and in 1904 
was made superintendent of Allis-Chalmers-Bullock, Ltd., 
of Montreal, Can. In 1907 he entered the employ of the 
Westinghouse company, being appointed chief inspector of 
works, in which capacity he served until his recent appoint- 
ment. 


Interstate Iron and Steel Company 


The annual report of the Interstate Iron & Steel Company, 
Chicago, for the year ending December 31, 1918, shows net 
earnings of $490,338.45 after the deduction of $60,590.83 for 
the dividend paid on preferred stock, the adjustment in re- 
spect of 1917 federal taxes, ample provision for depreciation, 
appropriations for the preferred stock sinking fund and the 
paying of all operating expenses, taxes and sick charges. 
These net earnings are approximately half of the net earn- 
ings reported for the year ending December 31, 1917. 

The company’s balance sheet for the last fiscal year is as 
follows: 


ASSETS 
Land, buildings, plant, machinery, furniture and good-will... $6,032,587.24 
CIDE. CHEE. os i S5.n.0is 060s cone eae aaa ee hea dett ie 4,669,753.06 
Deferred charges: Insurance, interest, etc........cccececees 8,662.07 


$10,711,002.37 
LIABILITIES 
Capital liabilities: 
referred stock—7 per cent cumulative, issued and out- 
Ce Eee eee en es $860,200.00 
4,000,000.00 
2,017,800.00 


First mortgage 6 per cent serial sinking fund bonds, issved 
and outstanding 


ee ee ee ee ee ey 


RI TURIN ids 0.05505) 0's 00.008 ge eRe ee 1,742,887.26 
IR onan ts wb oo i ak Wibw eles vidsew cbele Wiehe tein anes eee 454,578.15 
MUI, 5S n 6s Wace bn WES ected 0b 0k es 605Gb Seek Cte Oe 1,635,536.96 


$10,711,002.37 


American Locomotive Company 
Shows Increased Earnings 


The gross business of the American Locomotive Company 
for the six months ending December 31, 1918, according to 
a semi-annual statement of operations to the stockholders 
by Andrew Fletcher, president of the company, amounted 
to $59,480,026 as compared with $35,959,126 for the same 
period of the previous year. This large increase was due 
to the new high records of production made at the larger 
plants of the company, together with the addition of the 
production of the Richmond and Montreal plants which, in 
the six months of 1917, were being reorganized and con- 
verted from munitions to locomotive manufacture. The 
remainder of the report follows: 

“The profits for the six months were $8,244,352 before 
deductions for taxes in comparison with $6,010,009 for the 
six months’ period ending December 31, 1917, an increase of 
$2,234,343. The percentage of profit to gross was 13.9 per 
cent as compared with 16.7 for the same period of 1917. A 
large proportion of the locomotive production was for the 
United States Railroad Administration, and was sold on a 
smaller margin of profit than was obtained for the output of 
the 1917 period. 

“There has been reserved for United States income and 
excess profit taxes and Canadian income taxes $3,148,884, 
which amount is $1,108,126 in excess of the allowance for the 
similar period of the previous year. After deduction of taxes 
an available balance of $5,095,468 net profits remained. 

“During the six months two quarterly dividends, each of 
134 per cent., were paid on the preferred stock and two quar- 
terly dividends, each of 1% per cent,:-were paid on the com- 
mon stock. A reserve of $1,000,000 out of the net profits 
has been set aside for additions and betterments, continuing 
the policy of the management to improve the physical con- 
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ditions and for balancing the productive efficiency of the 
various plants, and the remaining surplus of $2,595,468 for 
the six months period was carried to the general surplus 
account, making such account as of December 31, 1918— 
$20,423,975. 

“The value of stock materials on hand as of December 31, 
1918, has been written down to the present day market prices. 

“The amount of inventories of materials and supplies on 
hand and work in progress December 31, 1918, was $21,432,- 
377, as compared with $25,411,834 on June 30, 1918. 

“The net current assets of the company on December 31, 
1918, were $29,652,742. ’ 

“Shortly after the signing of the armistice orders were 
received from the government to suspend work on a contract 
received in October for 190 trench locomotives for military 
service in France, the contract price for which was $1,873,400. 
Negotiations are now under way to effect an adjustment of 
same. The company should not sustain any loss in the set- 
tlement. On November 1, 1918, the company received from 
the United States Railroad Administration a contract for 500 
standardized locomotives, which are now in process of con- 
struction. , 

“The unfilled orders on December 31, 1918, amounted to 
$54,517,373, and since that date approximately $4,200,000 of 
orders have been received for Canada, South Africa and 
Argentine Republic. We anticipate in the near future a mod- 
erate amount of additional foreign buying, but the prospect 
for domestic orders is very poor. The Pittsburgh plant will 
be closed at the completion of its schedule the latter part of 
March. The company has sufficient business to operate the 
other plants at a reduced rate of production until about 
June 30, 1919. 

“It is vitally important to the prosperity of the locomotive 
industry and all industries connected with the building and 
equipment of railways, that a prompt and definite settlement 
be made of the questions before Congress of the disposition 
and financing of the railroads of this country; such settlement 
will aid materially in the readjustment of general business 
from a war to a peace basis.” 

ConpDENsep IncoME AccouNT oF TmME AMERICAN Locomotive CoMPANY AND 


Irs SUBSIDIARIES FoR THE S1x Montus Enpep December 31, 1918, 
as CoMPARED WITH THE S1x Montus Enpep DEcemsBer 31, 1917 

















Six months Six months 
to Decem- to Decem- 
ber 31,1918 ber 31, 1917 Increase 
ee RE ee Tr $59,480,026 $35,959,126 $23,520,900 
Mfg., maint. and adm. expenses 
@md depreciation ...ccocccccececs 50,986,284 29,851,294 21,134,990 
$8,493,742 $6,107,832 $2,385,910 
SOG GRRIGEE. 66 civctesecvesses 249,390 97,823 151,567 
EE. nic cabedienn canned $8,244,352 $6,010,009 $2,234,343 
Reserve for U. S. and Can. taxes 
GE ne bwawiGondeviavderwes 3,148,884 2,040,758 1,108,126 
ae eres $5,095,468 $3,969,251 $1,126,217 
Dividends on pref, for six months.. 875,000 875,000 ke cbnee 
Dividends on com. for six months.. 625,000 625,000 
$3,595,468 $2,469,251 $1,126,217 
Reserve for additions and betterments 1,000,000 ~~ ....... 1,000,000 
Surplus profit .........00..00. "$2,595,468 $2,469,251 $126,217 


Trade Publications 


Oscoop Rarroap DitcHer.—The Osgood Company, Marion, 
Ohio, has issued an eight page leaflet describing the Osgood No. 
18 railroad ditcher manufactured by that company. The infor- 
mation is presented in the form of a descriptive article illus- 
trated with half tones and line drawings. 


Switcu-Pornt Hotp Down.—The Deeming-Endsley Company, 
Chicago, has issued a 12-page folder describing the results se- 
cured with a device manufactured by that company for safe- 
guarding switches against the tendency for the switch points to 
“cock up.” It is illustrated with photographs of actual installa- 
tions. 


Tue Instey Ipza.—The Insley Manufacturing Company has 
just issued the first number of a bi-monthly publication to appear 
under the above name. It consists of eight illustrated pages, 9 in. 
by 12 in. and is devoted to descriptions and expositions of 
construction work of interest to contractors, industrial plants 
and others that are prospective users of Insley equipment. 
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Railway Financial News 


Cuicaco, St. Paut, Minneapolis & Omana.—Hornblower & 
Weeks and William Salomon & Co. are offering $6,070,000 
consolidated mortgage 6 per cent bonds, due June 1, 1930, at 
106% and interest, to yield 5% per cent. These bonds will be 
secured by a first mortgage on about 1,589 miles of line, and 
by a second mortgage on about 80 miles additional, total of 
about 1,669 miles, on which the mortgage debt averages $17,- 
150 per mile. 


Missourr Paciric—Matthew C. Brush, president of the Ameri- 
can International Shipbuilding Corporation, and John G. 
Lonsdale, president of the St. Louis National Bank of Com- 
merce, have been elected directors of this. company. 


New York CENTRAL—The Railroad Administration, through 
John Skelton Williams, director of finance, has authorized the 
New York Central lines to accept the bid of the Bankers 
Trust Company for $17,500,000 equipment trust certificates. 
President Vanderbilt, of the New York Central lines, an- 
nounced on Tuesday that the director general of railroads had 
authorized the acceptance of bids made by the Bankers Trust 
Company, the Union Trust Company of Pittsburgh, and Hall- 
garten & Co., on approximately a 6 per cent basis, for equip- 
ment trust certificates, as follows: $7,410,000, principal amount, 
New York Central Railroad equipment trust of 1917, 4% per 
cent certificates; $7,800,000, principal amount, Michigan Cen- 
tral Railroad equipment trust of 1917, 6 per cent. certificates; 
$2,133,000, principal amount, Big Four Railway equipment trust 
of 1917, 6 per cent certificates. 


New York, Cuicaco & St. Lovis.—The New York Public Serv- 
ice Commission has issued an order authorizing this company 
to execute to the First Trust and Savings Company of Cleve- 
land and Walter J. Riley, trustees, a mortgage to secure the 
$25,000,000 issue of second and improvement mortgage bonds. 
The order authorizes at the present time the issuance of 
$4,135,000 in bonds. The proceeds are to be applied to the 
payment of a note held by a Cleveland bank, to indebtedness 
to the director general of railroads, to reimburse the com- 
pany’s treasury for capital expenditure and pay current lia- 
bilities. 

New York, New Haven & Hartrorpd.—Federal Judge Manton, 
in the United States District Court of New York, on Feb- 
ruary 28, reserved decision on the motion of the minority 
stockholders’ committee for the appointment of a limited 
receiver to prosecute pending litigation to recover $150,- 
000,000 from former directors of the road. 


Railway Construction 


BuRKEVILLE Rattway.—lIncorporated in Texas, to build a 20- 
mile railroad connecting Burkeville, Texas and Wiergate. The 
incorporators include K. Johnson, T. R. Dickerson and H. C. 
Knight, all of Burkeville. 





Tanxs.—Bulletin 259 of the Walter A. Zelnicker Supply Com- 
pany, St. Louis, Mo., contains a revised list of new and used 
tanks of all kinds and sizes that are for sale by this company. 


Rartroap Burtpinc Boox.—The Truscon Steel Company, rail- 
road department, Chicago, IIl., has issued the cover and first 
leaves of a loose-leaf compilation of various data of use in rail- 
road concrete construction. The book is made of a size that will 
fit the ordinary letter file and in addition to an introductory 
sheet, three sheets have been included to indicate the character 
of material to be expected in later issues. One concerns con- 
crete and cement mortar quantities, another gives the sizes and 
weights of the various reinforcing bars and a third gives prop- 
erties of collapsible column hooping and the dimensions for 
column footings. 
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Railroad Administration 


Central 


Oscar A. Price, assistant to the director general of rail- 
roads, has resigned, effective on April 1, to become president 
of the United Artists Corporation. 


Luther M. Walters, assistant director of the division of 
public service and accounting, at Washington, D. C., has 
returned to active practice as a member of the law firm of 
Borders, Walters & Burchmore, at Chicago. Mr. Walters 
will handle railroad and public utility cases. 


Regional 


The lines in the Southwestern Region have been regrouped, 
effective March 1, and changes have been made in the juris- 
diction of the federal managers, as mentioned in this issue 
on page 552. 


Federal and General Managers 


E. E. Calvin, federal manager of the Union Pacific, the 
Oregon Short Line, the Los Angeles & Salt Lake and the 
Gilmore & Pittsburgh, has had his jurisdiction extended 
over the St. Joseph (Mo.) terminal, with headquarters at 
Omaha, Neb. 


LeRoy Kramer, who has resigned as federal manager of 
the Frisco-Katy lines north of Texas to become vice-presi- 
dent in charge of production of the Willys-Overland Com- 
pany, Toledo, O., was 
born at Wichita, Kan., 
in 1875. He was edu- 
cated in the Wichita 
grade and high schools 
and entered railway 
service in 1897 as ste- 
nographer and clerk in 
the offices of the St. 
Louis-San _‘ Francisco. 
From this time until 
1907 he was consecu- 
tively in various clerk- 
ships in the division of- 
fice and later became 
chief clerk to the gen- 
eral superintendent of 
transportation, to the 
general manager and 
vice-president and to 
the assistant to the 
vice-president. From 
1907 to 1908 he was su- 
perintendent of the Kansas division and from 1908 to 1909 
superintendent of the Central division of the same road. In 
1909 he went to the Chicago, Rock Island & Pacific as as- 
sistant to the vice-president in charge of purchases and 
stores. In 1910 he was promoted to assistant to the vice- 
president of the same road and in 1912 was appointed assist- 
ant to the president of the Pullman Company, being elected 
vice-president of the same company at Chicago in March, 
1915. Following the taking over of the railroads by the gov- 
ernment, Mr. Kramer was appointed federal manager of the 
Kansas City, Clinton & Springfield, the Missouri, Kansas & 
Texas, the Missouri, Oklahoma & Gulf, the St. Louis-San 
Francisco and the Paris & Great Northern, which position he 
held until his resignation on February 28 to enter the auto- 
mobile industry. 


W. A. Winburn, federal manager of the Central of Georgia; 
the Louisville & Wadley; the Sylvania Central; the Wadley 
Southern, and the Wrightsville & Tennille, has been appointed 
federal manager also of the Gainesville Midland Railroad, with 
office at Savannah, Ga. 
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J. F. Murphy, general manager of the Missouri Pacific, the 
Arkansas Central, the Chicago, Rock Island & Pacific (lines 
from St. Louis to Kansas City), the Memphis, Dallas & Gulf, 
and the Natchez & Southern, has had the Illinois division 
of the Missouri Pacific and the Coal Belt Electric returned to 
his jurisdiction. 


The jurisdiction of H. E. Byram, federal manager of the 
Chicago, Milwaukee & St. Paul, the Escanaba & Lake Su- 
perior, the Tacoma Eastern, the Seattle, Port Angeles & 
Western, the Port Townsend & Puget Sound, the Ontonagon, 
has been discontinued over the Port Townsend & Puget 
Sound as this line has been relinquished from government 
control. 


C. G. Burnham, federal manager of the Chicago, Burling- 
ton & Quincy, the Davenport, Rock Island & Northwestern, 
the Hannibal Union Depot, the Illinois terminal, the Missouri 
& Illinois Bridge & Belt, the Paducah & Illinois, the Quincy, 
Omaha & Kansas, the Rapid City, Black Hills & Western, 
the Rockport, Langdon & Northern, and the Toledo, Peoria 
& Western, has had his jurisdiction extended over the St. 
Joseph, Mo., Union Depot, with headquarters at Chicago. 


Operating 
J. B. McLaughlin has been appointed inspector of agencies 


of the Southern Railroad, Richmond division, with head- 
quarters at Richmond, Va. 


J. Cannon, general superintendent of the Eastern division, 
of the Missouri Pacific, has had his jurisdiction extended over 
the Illinois division of that road and also over the Coal Belt 
Electric. 


Engineering and Rolling Stock 


L. W. Duffee, acting chief engineer of the Gulf, Mobile & 
Northern and the Meridian & Memphis, has been appointed 
chief engineer, maintenance of way department, with head- 
quarters at Laurel, Miss. 


Lieutenant Walter L. Lewis, 163rd Artillery Brigade, who 
recently returned from France, has received his honorable 
release from service and has resumed his work in the en- 
gineering department of the Great Northern. 


E. W. Pratt, assistant superintendent, motive power and 
car departments of the Chicago & North Western, with head- 
quarters at Chicago, retired from active service on March 1, 
and has been granted 
an extended leave of 
absence. Although not 
50 years of age, Mr. 
Pratt has served the 
Chicago & North 
Western for nearly 30 
years, starting as a 
message boy and tele- 
graph student when 14 
years old, then work- 
ing in the engineering 
department and on con- 
struction work to earn 
money to enable him to 
complete a course of 
mechanical engineering 
at Lehigh University, 
where he also special- 
ized in chemistry and 
metallurgy. Having 
had practical work in 
both civil and mechan- 
ical engineering, Mr. Pratt specialized in electrical engineer- 
ing for one year with the Western Electric Company of Chi- 
cago, and again entered the employ of the Chicago & North 
Western as general air brake inspector and instructor, being 
promoted successively to engine house foreman, general fore- 
man, master mechanic and assistant superintendent of the 
motive power and car departments, in which latter capacity 
he has remained ten years. Mr. Pratt has been active in rail- 
way association work, having been president of the Western 
Railway Club, Chicago, in 1914-15; president of the American 
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Railway Master Mechanics’ Association in 1915-16 and presi- 
dent of the International Railway Fuel Association in 1917-18. 


R. H. Ford, engineer of track elevation of the Chicago, 
Rock Island & Pacific, at Chicago, has been appointed princi- 
pal assistant engineer, with headquarters in the same city, 
and the office of engineer of track elevation has been abol- 
ished. 


E. B. Hall, assistant superintendent of the Wisconsin 
division of the Chicago & North Western, with headquarters 
at Milwaukee, has been appointed assistant superintendent of 
the motive power and car departments of the road, with 
headquarters at Chicago, to succeed E. W. Pratt, who is on 
leave of absence. 


Captain L. C. Dodge, Engineers, U. S. A., with headquar- 
ters in the office of the director general of military railways 
at Washington, D. C., has received his honorable discharge 
from the army and has been appointed assistant engineer of 
bridges of the Baltimore & Ohio, western lines, with offices 
at Cincinnati, Ohio. 


E. B. Ford, office engineer of the Great Northern, with 
headquarters at St. Paul, Minn., has been appointed assistant 
engineer of the Northwestern region, with office at Seattle, 
Wash., to succeed T. G. Hastie, who has resigned to become 
resident engineer of the Great Northern, with headquarters 
at Great Falls, Mont. 


T. O. Sechrist, general master mechanic of the Louisville 
& Nashville, with office at Louisville, Ky., has been appointed 
assistant superintendent of machinery and the position of 
general master mechanic has been abolished. C. J. Bodemer, 
division master mechanic, with office at Albany, Ala., has 
been appointed assistant superintendent of machinery, vice 
Millard F. Cox, with headquarters at Louisville, Ky., resigned 
to engage in other business. 


J. H. Knowles, whose appointment as chief engineer in 
charge of construction and maintenance of way and struc- 
tures of the Western Pacific, the Tidewater Southern, and 
the Deep Creek was an- 
nounced in the Railway 
Age of February 7 
(page 379), was born 
on December 15, 1875, 
at Chicago. In 1899 
Mr. Knowles graduated 
from the University of 
Wisconsin as a civil en- 
gineer, and entered the 
employment of the gov- 
ernment in survey work 
and irrigation in the 
western states. In 1901, 
he began his railway 
career as a structural 
draftsman in the chief 
engineer’s office of the 
Oregon Short Line, at 
Salt Lake City, Utah. 
Two years later he was 
appointed an assistant 
division engineer on 
the San Pedro, Los Angeles & Salt Lake, which position he 
held for seven years. From 1910 to 1912 he was a division 
engineer on the Western Pacific with headquarters at Elko, 
Nev., and the following six years he served in the capacity 
of bridge engineer of that road at San Francisco, which posi- 
tion he held until his appointment as chief engineer of the 
Western Pacific, with headquarters at San Francisco, Cal., 
to succeed T. J. Wyche, who has resigned to become chief 
engineer of the Western Pacific Railway Company. 


Traffic 


The title of R. W. Davis has been changed from general 
freight agent to freight traffic manager of the Buffalo, 
Rochester & Pittsburgh, with office at Rochester, N. Y. 


F, J. Woulfe, assistant general freight agent of the Lehigh 
Valley, has been appointed general freight agent of the Le- 
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high Valley; the Susquehanna & New York, and the Buffalo 


‘Creek Railroad, with headquarters at New York. 


Corporate 
Operating 


Andrew McCulloch, whose appointment as acting general 
superintendent of the Kettle Valley, with offices at Penticton, 
B. C., was announced in the Railway Age of February 14, 
page 423, was engaged in engineering work on both the East- 
ern and Western lines of the Canadian Pacific for a number 
of years until his appointment as chief engineer of the Kettle 
Valley on June 1, 1910, in which capacity he had charge of 
the location and construction of the road, later taking care 
of engineering matters on maintenance as well. On Decem- 
ber 16, 1918, Mr. McCulloch was appointed acting general 


superintendent, combining the duties of that office with those 
of chief engineer. 


Engineering and Rolling Stock 


Harry J. Sargent, formerly valuation engineer and later as- 
sistant to the chief engineer of the Boston & Maine, with 
office at Boston, Mass., under federal management, has been 
appointed corporate engineer, effective March 1. 


Obituary 


George Wesley Scott, consulting engineer, Chicago, died 
on March 3 at Battle Creek, Mich. Mr. Scott was formerly 
with the Pullman Company, and was one of the pioneers in 
steel car construction. 


George R. White, auditor of the Louisville & Nashville, for 
the corporation, with headquarters at Louisville, Ky., died 
on February 26, at his home in Louisville, at the age of 40. 
He was born in Jeffersonville, Ind., and in 1900, entered the 
service of the Louisville & Nashville as a stenographer. He 
subsequently was appointed assistant auditor of disburse- 
ments, and since the L. & N. has been under government 
control, served as auditor for the corporation. 


Frank F. Robb, formerly superintendent of the Pennsyl- 
vania Railroad, died on March 3, at his home in Philadelphia, 
Pa., at the age of 60. He began railway work in 1879, as a 
rodman on the Pennsylvania Railroad, at Altoona, and sub- 
sequently served successively as assistant supervisor, super- 
visor and assistant engineer. In June, 1893, he was appointed 
superintendent of the. Bedford division, and subsequently 
served in the same capacity on different divisions of the 
road, until December, 1903. 


George Pope Furber, claims attorney of the Boston & 
Albany, died on February 27, in Eliot Hospital, Boston, 
Mass., at the age of 55. He had been in the continuous serv- 
ice of the Boston & Albany since December, 1892, having 
served in various capacities in the law department until he 
became claims attorney, and remained in the same position 
since the road was placed under government control. At 
the time of his death he was also a counsel, secretary and 
clerk for the directors of the corporation. 


Colonel William Bender Wilson, formerly an officer of the 
Pennsylvania Railroad, and author of an elaborate history 
of the company, died at his home in Holmesburg, Pa., on 
March 27 at the age of 80. He was born at Harrisburg, Pa., 
April 5, 1839, and was a telegraph operator at an early age. 
In 1861 he entered the military telegraph service and was 
manager of the government office at Washington, where he 
enjoyed the friendship of President Lincoln. He has been 
one of the leading spirits in the Old Time Telegraphers’ 
Association, and was president of the Society of the United 
States Military Telegraph Corps. In the railroad service he 
was an Officer in the transportation department. He retired 
about twenty years ago. He was the-author of numerous 
books, besides the railroad history, and had received from the 
legislature of the state of Pennsylvania a gold medal, awarded 
for patriotic services. 











